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Harrington’s Power Tapping Machine. 





This machine is designed for heavy tapping ordinarily done 
by hand. Ali experienced machinists know the difficulty of 
running a tap “square,” with an ordinary hand lever. By 
bolting or fastening with an adjustable clamp, the work to be 
tapped to the table of the machine we illustrate, all the diffi- 
culty referred to is obviated, as, the spindle being square with 
the table, the holes are certain to be tapped in the same way. 
The motion of the spindle is adjusted or limited to 
any depth desired, at the will of the operator. This 
is done by the collar at the top end of the spindle, 
which is held with a set screw in any desired posi- 
tion. The upper collar operates another below it 
which is loose on the spindle and which is attached 
to a lever. The latter is connected to a bell-crank 
below. This moves two steel clutches in the inside 
of the drum between the gears. These clutches at- 
tach and detach the upper and lower bevel wheels 
to the spindle, one of which revolves the tap in one 
direction and the other the reverse way. 

The table is adjustable by the lower hand wheel 
shown beside the column. The spindle is raised or 
lowered by the upper hand wheel attached to the col- 
umn. Both the vertical and horizontal spindles are 
made of steel, and the workmanship generally is of 
the most durable character. These machines are 
manufactured by Mr. Edwin Harrington, whose ad- 
dress is at the corner of North Fifteenth street and 
Pennsylvania avenue, Philadelphia. 








Equality of Freights. 


A correspondent of the Chicago Tribune writes as 
follows on this subject : 


The law passed at the last session of the General 
Assembly, touching equality of freights, was doubtles 
intended to benetit the State at large, by breaking the 
force of competition and giving to unimportant points 
on the various roads equal benefits to those of greater 
facilities. Itis very fortunate for Chicago, however, 
that it has practically remained a dead letter upon 
the statute books. ‘The spirit of the act is very laud- 
able, indeed; but, if executed to the very letter, 1t 
would work out a state of things widely different from 
that it was intended to create. Of the need of more 
or less legislation on the subject of transportation, 
there can be but little doubt; yet the precise form it 
should assume is not easily to be determined. So 
numerous have interests become, and, at the same 
time, so united, that the framers of a Jaw which is in- 
tended to circumscribe the powers of railroad corpo- 
rations, and regulate their actions, should view the 
subject from every standpoint, and in every light. 

Paradoxical as the statement may seem, we are of 
the opinion that equality of freights is wholly imprac- 
ticable from the start. It ignores the first principles 
of cheap transportation in assuming that added dis- 
tance increases cost as one mile is to any number of 
miles, whereas the relative cost is much less. So far 
from being a move in the right direction is such a 
law, that, were its provisions strictly carried out in 
every State between Chicago and the seaboard, in- 
stead of getting first-class goods from New York for 
$1.25 per hundred pounds, as now we can, the expense 
would probably be nearer $3, in order to prevent a loss 
on goods carried to proximate points. 

To illustrate the effect of the law on the business of 
Chicago, if strictly enforced, we will = a few fig- 
ures : Matteson, on the Illinois Central road, is twen- 
ty-eight miles from Chicago. The present first-class 
rate to this point is 27 cents; fourth-class, 15 cents 
per bandeok pounds. Now, if rates to Matteson 
were reduced to the figure at which profit would ccase 
to result from, transportation, we will say, approxi- 
mately, first-class 15 cente, fourth-class 5 cents, which 
would be 15-28 and 5-28 cents per mile; at this uni- 
form charge the rates to Cairo would be nearly $2 for 
first-class, and about 65 cents for fourth-class freights. 
P.esent rates to this point are 85 and 50 cents for 
the two respective classes. Atsuch disparity in rates 
how long would the Chicago manufacturer or dealer . 
find custom in Cairo? Rates to Rock Island would be 97 and 
cents respectively, for the class mentioned. Present rates to 
this point are 60 cents and 25 cents. With the present pro rata 
from New York to Rock Island, 30 cents and 8 cents, against 
the Chicago merc!ant, would not this new obstacle create a 
complete embargo to trade? To Des Moines, Lowa, rates would 


be $1.88 for first-class, and 63 cents for fourth class goods, | 


a present rates are 75 cents and 40 cents for the respective 
Classes. 

These are only illustrations of the practical workings of the 
law. It may be objected that the same law would increase 
through rates from the east to places which would be affected 
in the manner described, as freights would pass through this 
State in order to reach their destinations. Such would not be 
the necessary result, however. The circumstances under which 


eastern through freights are transported are usually so | 


mutable, aswell as secret, in their nature, as to 
effectually protect the roads from the effect of the 
law in question. Again, the fact that such freights 
are not transported in cars owned by the roads over which they 
pass, in this State, would create an additional protectien, as the 
conditions would probably be considered so widely different 
from those under which local freights are carried as to create 
an exception in their behalf. 

We are glad to see the question of cheap transportation and 
non-discrimination agitated, and remedies sought, but while we 
attempt to correct one form of the evil, we should look well to 
it that we do not precipitate ourselves into a condition infinite- 
ly worse than the first. 





American Engineers’ Instruments for Japan. 


Messrs. Hiller & Brightly have received from the Japanese 
government, through Mr. Arinori Mori, the Chargé d’Affaires 
of the Japanese Legation, an order for a comple engineers’ out- 
fit for the engineering corps of the Kaitakuskio of Hokaido, of 
Japan—whatever that may mean. 





Gontributions. 





| Tools for Trains—Neglect of “ Trifles’’—Exactness 


in Gauges. 





PASSENGER TRAINS SHOULD CARRY TOOLS, ETC., IN CASE OF 
ACCIDENTS. 
| Itis the usual custom on most roads to carry tools in the 
baggage car for use in case of an accident, but it frequently 
happens that this car is so badly wrecked or left in such a situ- 
tion that its contents are inaccessible, and are therefore use- 
| less. Many a poor mortal has been doomed to a death of tor- 
| ture for the want of an ax, a saw or a crowbar with which he 
| might be removed from a burning wreck. Men, women and 
| little children are imprisoned or entrapped and held fast in a 
' mass of burning rains, and stout men are powerless to remove 
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HARRINGTON’S POWER TAPPING MACHINE. 


32 | them and avert the terrible calamity, and they are compelled 


to submit to the fate of roasting alive. The sufferings of the 
| victims in such cases are scarcely greater than of 
| those who are free to render assistance, but whose hands are 
| tied for want of some implement by which their release might 
be effected. _ : 
; A few days since I saw a passenger train, each car of which 
| was provided with a saw and axe in either end of the coach, the 
| sight of which afforded a feeling of relief at once. Perhaps 
| some very fastidious people would object to riding ina drawing- 
| room car with such unsightly objects in view. But these were 

ornamented and put upina style conforming to the style and 
| finish of the car, and in no way detracted from its beauty. The 
|implements are highly finished, and secured in neatly orna- 
| mented “baskets” in such a manner as to be readily taken out 
| when needed. To timidand nervous people the sight of such 
implements might be strongly suggestive of a smash-up and 
| cause uneasiness and alarm, and spoil the pleasure of a journey, 
| but it should have no more effect on guch people than the sight 
of life-preservers in the cabins and staterooms of steamers. 
But when we consider the great number of lives lost that 
would have been saved were a saw or an axe at hand, we can 
but urge the importance of providing all cars with these imple- 
; ments. To these may be added a sharp-pointed steel bar to 
each car, by which broken timbers may be readily pried apart 
and entrapped victims released. These and such other imple- 
ments as may be useful in case of accident may be carried on 
the palace or ordinary coaches without in any way interfering 
with the interior arrangement of the car or injuring its appear- 











ance. There are some roads on which these precautions are 
taken, but they should become more general, as fearful disas- 
ters may be averted thereby. 
After writing the above the appalling news of the disaster at 
Prospect Station came to hand. In this instance as many as 
19 were killed and 17 wounded. The account states that but 
two axes could be procured with which to cut away the wreck 
to relieve the victims. The cars fell bottom upward, and there 
was no way of escape for the imprisoned passengers. One ac- 
count says : “Some 25 persons were imprisoned and roasted 
alive.” Those outside could render no assistance for want of 
tools, and the prisoners could not help themselves for the same 
reason. Doubtless if the cars had been provided with tools, ac- 
cording to the above suggestion, those inside might have ef- 
fected an escape. It would seem advisable to affix the above 
mentioned tools both inside and at the outer end of each car. 
This would insure means of escape, whatever the shape of the 
wreck. Don’t forget asaw, axe and steel-bar at each 

end of car, both inside and out. 
“WHAT SOMETIMES HAPPENS FROM NEGLECT OF SMALL 

MATTERS, 

About a year ago the Ramzoap Gazetre published 
an article urging the importance of more strict at- 
tention to seemingly unimportant matters in the shop 
and on the road. The artiele referred to mentioned 


i the fact that many frightful accidents have resulted 


from causes that werefknown to exist, but were con- 
sidered of too little importance to require attention, 
It is gratifying to know that the hints and sugger- 
tions offered in that and other articles have been 
acted on by some of the most thorough-going railroad 
men in the country. This, we may reasonably be- 
lieve, has in many instances prevented serious ca- 
lamities. 

These conclusions are warranted by the fact that 
accidents resulting from known causes (and where 
these causes were apparent for a considerable time 
previous to the disaster) seldom or never occur on 
some roads, whereas they continue to be alarmingly 
frequent on others. There is plenty of truth if not 
much poetry in the old and homely saying that “a 
stitch in time saves nine,” and in nothing is the truth 
of this thread-bare adage more strongly exemplified 
than in railroad practice. 

This is brought forcibly to mind by the recent 
accident at Prospect Station. It is reported that this 
terrible disaster was d by a broken flange ona 
tender wheel. How long this tender was run with a 
broken flange does not appear, but from the readiness 
with which the cause of the disaster was charged to 
the broken flange, it is evident that the defect wes 
known for some time previous to the disaster. One 
account states that the broken flange was discovered 
before the accident at the bridge, but as nothing defi- 
nite is known of the matter at this writing, I forbear 
censure, lest I, should be at fault. But if the flange* 
was known to have been broken before the locomotive 
started on the fatal trip, it was certainly a criminal 
act to allow it to proceed, andif the break occurred 
while making this trip, it was scarcely less criminal 
on the part of the engineer or conductor to run after 
the break was discovered. If the break wes not con 
sidered absolutely dangerous, it might have been ad- 
visable to proceed with caution, but it appears that 
the train was (at the time of the accident) on a de- 
scending grade of 85 feet to the mile and not under 
control. It is too often argued that “if a wheel will 
run one mile with a broken flange it will run a thou- 
sand.” But whatever the verdict may be in this 
case, it is a fact beyond dispute that broken flanges 
and cracked wheels are sometimes ruxc a little too 
long, and the result is usually serious. 

On one occasion a locomotive was taken into the 
shop for the purpose of having her drivers turned 
down, they being badly worn ; but it was concluded to 
run her a while longer, as a matter of economy. The 
second trip after that sne left the track, taking her 
train with her—run a little too long with worn flanges, 
as is often the case. Some repaired rails were d stribu- 
ted along the track of a New England road preparatory to 
taking out some rails that were badiy broomed at the ends. 
The General Superintendent thought some more wear might be 
got out of them before renewal, and ordered that they remain 
until further instructions. Result: Two first-class smash-ups 
in about three weeks thereafter. Another manager was urged 
to procure ties for renewal, those in the track being thoroughiy 
decayed. He chose to postpone the matter for a few months, 
in which time the track spread on several occasions with great 
destruction of property and hinderance to traffic. It cost this 
company a great many thousands of dollars to economize to 
the extent of as many hundreds. They keep sound ties in that 
road now and think they save money by it. They found that 
trains didn’t run wellin the ditch. A bridge expert was em- 
ployed to examine and report on the condition of a temporary 
bridge. He reported that he considered the structure extremely 
dangerous. He was afraid to ride over it, and advised the Su- 
perintendent to have it rebuilt at once. The Superintendent 
thougat he would risk ita while longer. The wreck consisted 
of a new locomotive and thirteen cars full of valuable goods, all 
thoroughly smashed and ruined in the ererk. A locomotive 
ran into a rock that had come down the slope and smashed her 
pilot. The pilot was repaired and ready to be replaced, but it 








* The truth as elicited at the coroner's inquest and by private in- 
spection seems to be that the flange was not broken but badly worn 
before the accident occurred,and that the immediate cause of the 
breaking was a seriously defective rail. There may have heen no 
danger from the continued use of the wheel with the thin flange on 
a track in excellent condition, but great danger on one in bad 
order.—Epitor RaiLRoaD GAZETTE. 
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was neglected for several days. Some mahogany splinters and 
the fragments of a cab mark the spot where the cow was on the 
track. It would have taken about fifteen minutes to have bolted 
the cow-catcher to its place. 

THE IMPORTANCE OF A TRUE GAUGE. 

If we go into a machine shop and watch the operations of the 
mechanics, we shall notice that they aim particularly at accu- 
racy of measurement. We shall see that in fitting up a pair of 
locomotive driving-wheels the workmen use great care in the 
gauging, that the flanges may be exactly the right distance 
apart. In fitting car wheels the same care is exercised, and so 
it is with all measurements in mechanical operations, the small- 
est fraction of an inch being regarded as important and indis- 
pensable in fitting up rolling stock. There we see locomotives 
and cars built expressly to run on a track of a gauge of 4ft. 8}in., 
and this machinery is calculated and measured to a great 
nicety in all its details. Why then should not the tracklayer be 
at equal fpains to get the track correct in its gauge? If it is 
designed to lay a track for the locomotive above-mentioned, it 
is obviously improper to lay it at a width of 4ft. 9in. or 4ft. 8in., 
or at any width other than exactly 4ft. 8jin. It would be as 
sensible for a master mechanic to turn out a locomotive a inch 
narrow or wide of its gauge, as to lay the track with that much 
variation from a true measurement. Yet if this was done it 
would be called an act of gréat stupidity, carelessness, or per- 
haps criminal neglect. At all events, he would be dismissed 
for incompetency, whereas the tracklayer can “put in all the 
variations” with impunity, and this is one of the evils of rapid 
railroad construction. This variation is the direct cause of 
many frightful acc dents, and yet there is hardly a road on the 
continent but is more or less (usually more) out of true gauge. 

The writer has been led to these remarks by the occurrence 
of several accidents which recently came under his notice on a 
new road which were caused by the track being too narrow in 
its gauge. The track was new, and supposed to be one of tho 
best laid tracks “on the continent.” Three derailments oc- 
curred at a single point on the line, and on investigation it was 
clearly proved that the track was from one-half to three-fourths 
inch too narrow at the place where those accidents occurred. 
A further examination of the line revealed the fact that much 
of the track is in the same condition, and trouble may be ex- 
pected from that at any time, unless the track is spiked over 
toa true gauge. Here is an instance of a company sustaining 
a loss of several thousands of dollars, all of which would have 
been saved by the exercise of a trifling amount of care in the 
use of that very simple implement—the gauge. 

This is not a solitary instance of the kind; but a great deal 
of mischief is caused by inaccuracy of gauge. Not only new 
roads, but those that have undergone extensive repairs, 
have been found wanting in this respect, when the gauge was 
supposed to be correct. Laying track and keeping it in repair 
may be regarded as a mechanical operation, and accuracy 
should be aimed at on the road as well asin the shop. The 

nterests of the railroad shareholder demand it, and the travel- 
ing public have a right to raise up their voices in this matter. 
Wm. 8. Huntineton. 





Practical Field Engineering. 





xO. XIV. 





TIMBER WORK ON RAILROADS. 

It is the purpose of the writer to give in this chapter to the 
young engineer, by means of cuts and explanations, an under- 
standing of the principal timber structures used in the construc- 
tion of railroads. If theproper attention has been given to those 
papers of this series treating of culverts, cattle-guards and 
cross-ties, in connection with the general idea of timber-work 
given in the chapter preceding this, the plans now submitted 
and explained will be easily understood. 

Fig. 1 is a cross-section of the kind of timber drain or open 
culvert used where the embankment through which the water 





is to be let is not more than two feet high. The logs that form 
the side of the culvert are hewed on two sides. Their cross-sec- 
tionis12X15in. They are placed on mudsills, to which they are 
spiked. The stringers, 12X16 in., are cut down at each end 
80 as to from a shoulder of four inches to abut against the cap 
or top logs, which is here adzed flat to receive them. The logs 
should be two feet longer than the base of the embankment, so 
as to give aoclear water way. 








No. 2 is & cross-section of a closed culvert of logs. It is used 
where the volume of water to be transmitted is small, and where 
the embankment is sufficiently light to admit of repairs without 
great trouble. The logs should be hewed on two sides, with a 
cross-section of at least 12X15in. 

Fig. 3 is a section of a bent for an open culvert where the vol- 
ume of water to be passed is considerable. A A are the batter 
posts or braces, having a slope of four inches base toone foot 
perpendicular. It will be seen that these braces do not meet 
the plumb posts at their juncture with the cap-sill. They are 
thus set out s foot or more to give a better support to the 





8-Inch planks that are to be spiked on, as seen in fig. 4, to keep 
the embankment from sliding in snd filling up the opening. 


This is used (in embankments or over stream-beds under sur- 
face grade) from three to six feet high. Of course the stream 
must be such as can be spanned at high water by using 
stringers not over ten feet long. 

Fig. 5 is the simplest form of bent for trestles from 6 to 30 





fc} 


feet high. The timbers for this and the bent represented in 
No. 3 are hewn square with a cross-section of 12x12in. Braces 
have a slope of } to 1 in bents from 6 feet to 15 feet high, and 
a slope of 3 to 1 when their altitude is from fifteen to thirty 
feet. These bents, when in place, should be 12} feet apart. 
The stringers, upon which the cross-ties are to be laid, should 
be hewed on four faces, and the cross-section should be a rec- 
tangle 12x14in. 









































and 3 feet apart form a good pier for a Howe-truss or other 
timber bridge. The timbers for this bent are hewed to a rec- 
tangle 12X14in. at the cross-section. Fig. 7 is a side view of 
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the timber pier, showing how the two bents are tied together 
by horizontal braces, and showing also the lower chord of the 
bridge resting on a corbel, or longitudinal bolster supported by 
a brace. The corbel rests on the cap-sills of the pier. The 
base-sills of the pier should rest on a solid foundation of stone, 
hard clay, or piles driven with great care. Piles for this pur- 
pose should be round logs stripped of their bark, of sound, 
hard wood, and at least 15 inches in diameter at the upper end. 
In fig. 6 the pier base rests on piles ; in fig. 7 it rests on mud- 
sills anchored to stone or hard clay. 

Fig. 8 is a section of a two-story bent used where the trestle 


Ss SSS SSS S= iS 
is much over 30 feet high. The timber of the lower story is 
14X16in. at the cross section, that of the upper is 12X12in., or 
12X14in. Such bents, when placed 124 feet apart and well 
braced longitudinally, form a rigid and durable trestle. String- 
ers 25 feet long and 12X14in. at the cross section are the best. 

In making your calculations for the height of your bents, be 
sure that you get the distance from grade down to a solid foun- 
dation, which, it may be remarked, is not often on the ground 
surface. 

Cross ties used on trestles and bridges should be selected 
with great care, so as to have them of uniform thickness. 

When the timber pier (see figs. 6 and 7) stands in the curren 
of a stream, a clump of piles may be driven to high-water mark 
on the up-stream side of the pier, to protect it from drift and 
the force of the water in times of freshet. 

It is the business of the field engineer to see the piles driven ; 
or, if he cannot be present all the time, he should employ a 
trustworthy assistant for the purpose. Piles are worse than 
nothing if not firmly driven. Hoosier. 








Locating Frogs. 





To ras Eprron or THE RarLRoaD GazETTE : 

From time to time I have noticed in your columns formula 
for locating frogs, etc.; and as I have been in the habit of 
using for the purpose formule which are very simple, I here- 
with send you a few of them, and would be glad to hear of any 
more simple, 

To other advantages may be added that they dispense with 
trigonometrical tables. 

Let ABOF representa frog, as it isinpractice. For my pur- 








pose I shall take that part of it, ACF, omitting the part ACB, 





Then FD is the length of the frog, and ACits width. 
AFC = #'= frog angle 


and 
/ AD AC 
tan 9¥ = Fp = 37D 
whence r 
2FD 
tata 2 


FD 
This result of 2 < i0 I shall write 2 <X n, where n = num- 


FD 
ber of frog = 7 as ratio of length to heel. 


n=% cot Fr 
I take more roomfor theabove than I otherwise should, as 
its use below has often been termed approximate by those who 
should know better. 





Now for our formuls : 
EFD = F = frog angle = 2CFA 
e°e CF = CA X cot AFC = 29n 
g 
eek %F 
which, by obvious trigonometrical reductions and substituting 
2n for 
cot 46F = 9/1 + 4n? 
which can be taken equal to 2gn for practice ; but correctly, 
AF=g9/1+ 4n? 
Again, from the figure, 
BF=r-+ 9g 
BC=r—g 
cos CBF = cos F = 7— 9 


r+ 369 
from which, 








1+ cosF 
r= 49 =n) 


But 
1+ cos F 
1—cos # 


r= 4g cot? 4F 


cot 4F = 2n 
1 = 2gn* 
Inversely, if ris given: 
, 
a= V- WW 
The lengths of switch rail on either side of the turnout 
curve, theoretically, are not the same, but the difference is 
next to nothing. The length of switch rail on the center line 
of track will be a mean between them ; and this length, denot- 
ing the opening of switch rail by 0, is 
b= \/270 = \/20 2gn?,— 2nJog 
Whence the distance from the headblock to the point of frog 
— 2gn — 2n\/og = 2n (g — 09) = H 
If youare putting turnouts on curves, the values given by the 
preceding will answer, with the exception of r. Omitting the 
discussion, I will simply say : 
If the turnout is on the inside, 
(2R — g) gn*® 
ce ~R + 2gn? 
where R is‘radius of main track, and 7 of turnout; and if on 
the outside, 


= cot? iF 
or, 


Again, as 





pm GRO) gr? 
dt — 2yn? 
In these last two we can omit the term g?n? in the numerator 
for approximate values. 
Now, suppose g— At het 
o= .42 feet 
For any curve our formule will be: 
CF = 9.4n 
AP =4.1/1+ 42 
r = 9.4n2 


A = ~ 
n —* 823/r 


i—28in 
H = 6.59" 
On curves, 
(2 — 4.7) 4 tn? 4a (9.4 — 22.09) n? 
7 B+ 9.4n? R+94n 


p — OAR + 22.09) v2 


R-042 





for the inside, and 


for outside. 
For this gauge and switch opening, therefore, our constants 
are determined, and our tedious operations are very simple. 
Casually glancing at ‘“‘ W. M. J.’s” article, which would give 
instead of AF = rg = V/2g2gn* = 2gn 
r) 0! 
CF = 2gn 
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we see itis due to his omission of 3g in the first term of his 

first proportion, which would give him 

R+ 39 : %AOC (or AFin fig. 2) :: 
P %AC? — 9 (R + 39) 


AO = 29 (R + 349) = V9 2K + 9) 
The error is, however, immaterial in practice. 
Some other time I may give you rules for three throws, but 
at present I have encroached enough on your valuable columns. 


AC: 9 
or 











Railroad Management—Notes and Queries. 





TRAIN DISPATCHING. 

In May last one “S.,” ot Galesburg, IlL, intimated that the 
station “ to” station dispatching system brought forward by me 
would prove too much for the wires, and his calculation was as 
follows: To get 25 trains over 20 stations in 12 hours would re- 
quire not less than 25,000 words, or say 2,000 words per hour, 
which performance is impossible. I mildly suggested that, 
accupting the calculatioa of ‘S.” as to the number of words re- 
quired, and dividing that total by the number of stations, 20, 
the result was 105 words, or less than five minutes telegraphing 
at each station in the 12 hours; that is, supposing each station 
to do an equal amount of work. “8S.” in his reply preferred 
not to understand my modest figuring, and after much sarcas- 
tic but useless verbiage tells us that “25,000 words cannot be 
telegraphed over one wire in the time and under the conditions 
stated.” I have not hitherto replied to ‘8.,” because I con- 
cluded that he knew very little of the subject malgre his fling 
at my supposed want of telegraphic skill, aud also because I 
waited patiently those “other objections” that were to be 
** presented in such rapid succession” as to knock me out of 
time. Perhaps “S.,” having discovered that he alone fixed 
ithe conditions of one wire and a circuit of 125 miles, and that I 
was no party to such limitation, is now ashamed of himself. I 
forgive him his youthful intemperance and solicit the favor of 
those other objections. The number of wires necessary and the 
smallness of circuit may be important items in estimating the 
expense of my system, but can be no insurmountable obstacle, 

ACCIDENTS AT RAILROAD CROSSINGS. ‘ 

These accidents as reported are far too numerous, and ap- 
parently im each case the result of gross carelessness. Would 
it not be an improvoment to guard these crossings by distant 
signals, so arranged that the raising of one lowers the other 
and vice versa ; then give one road the right to pass unless the 
signal be against it? ‘Lhe signals for that road will therefore 
be normally down, and for the other road be normally up. Such 
an arrangement would prevent all collisions but those caused 
by the wilfal condact of an engineman running against signals. 
It leaves no room for a misunderstanding of signals. 

SEAL LOCKS FOR FREIGHT CARS, 

Quite a number of roads use this description of lock, some 
with the common lead seal, others with the patent photo- 
graphed glass seal; but I know of no road that uses them for 
the detection aud prevention of pilferage. As protectors they 
are worthless ; any oue cau break the seal and open the lock. 
As detectors they are valuable, if a proper system of noting the 
seals and inspecting them be adopted. This matter is worthy 
of attention from general freight agents. 

THE WHISTLE NUISANCE. 

The screaming and shrieking of locomotives at highway 
crossings has been so much complained of lately that some new 
device for giving warning of the train’s approach is called for. 
In the meantime, an old device might be profitably adopted 
on those roads running through a thickly populated country ; 
viz., a bell on the front of the engine, the tongue of which is 
moved by a crank attached to the axle. The bell is constantly 
ringing, and to the accustomed ear indicates the speed at 
which the train is moving, wit the distance it is from the lis- 
tener. The sound travels along the track in front of the train 
a considerable distance, sufficient to give ample warning, yet 
not sufficient to wake the sleepers. The sound is continuous, 
and therefore a better warning signal than a few puffs of a 
whistle. 

STATION SIGNALS. 

In every railroad station the observer may notice one or more 
signal posts known as semaphores, and would naturaliy con- 
clude that these ssmaphores must act a very important part in 
the management of trains within the station limits. I confess 
that I do myself look upon these signals as very important ones 
and that I think their operation should be regulated by well un- 
derstood rules. It seems, however, that at least 70 per cent. of 
American railroads do not consider it necessary to lay down 
any rules-regarding the working of semaphores, and my obser- 
vation of the practice on different roads satisfies me that super- 
intendents might with advantage turn their attention to this 
subject. 

TRAIN-ORDER SIGNALS. 

The practice varies considerably on different roads regarding 
the color and position of “ train-order” signals. On some 
roads the signal remains normally * off,” leaving the line clear 
for the passage of trains until an order is received from the train- 
dispatcher for some train. This practice is bad,because the oper- 
ator might forget to turn the signal on ; whereas if the normal 
position were “on” and he neglected to turn it off, no harm could 
result beyond slight detention to the train. Various colors are 
used; some roads use white, some green and many red. Red is 
not the best color, as an order signal should not be a danger sig- 
nal. It might be necessary to stop the locomotive before it 
could reach the platform, yet a red light shown for that purpose 
might be mistaken for an order signal and the train might 
come on past the platform. 

* WESTERN AND SOUTHERN RAILWAY ASSOCIATION. 

If this Association is for the discussion of matters connected 
with the management and practical working of railroads, why 
do they not admit assistant superintendents, chief engineers, 
general freight and ticket agents? ‘The roads could be bound 
in agreement and compact only by the chief officer; but th 


debates and expositions of railroad principles could not but be 
enhancedin value by the assistance of the departmental officers. 
ADVERTISING AD LIBITUM. 

The Chicago & Alton Railroad, having adopted as its motto 
‘The only first-class road in the West,” is striving to keep up 
its reputation by supplying the general public with first-class 
literature. Perhaps it is no business of mine if any particu- 
lar corporation chooses to throw away its money; but I cannot 
help noticing this as a new and alarming feature of modern ad- 


| vertising. Railroad advertising had already been pushed to 


the absurd extreme whenthis new and more useless extrava- 
gance was hitupon. The .printis too small fur reading while 
in the cars. Those who were expected to rush for the guides 
that they might detach the works of Robert Browning and bind 
them when completed will no doubt find it more convenient 
and no more costly to buy the completed works at 
some bookseller’s store. Had Mr. Charlton secured 
the services of Ned Buntline, Louisa Allcott, Professor 
Tyndall, Henry Ward Beecher and Mark Twain, and published 
for tree distribution a literary olla podrida calculated to suit 
the tastes of all classes of society, his guide might perchance 
magnify the number of those who know that such a road as the 
Chicago & Alton suits, though it may not swell the net earn- 
ings. Perhaps the Illinois Central will take this hint. 
WHAT IS IT? 

Will some Kansas Pacific man rise to explain the following 
rule : 

‘*60. Trains may be held through station agents (or operator, 
at a point where there is no agent) by personal order of the 
Division Superintendent, and in no other way, in cases when, 
by reason of detention or accident, the orders cannot be direct- 
ly communicated to the conductors and engineers; provided 
that orders to the same effect shall be sent for the conductors 


and engineers aiso, to be responded to un their arrival at the 
station.” 


MILE POSTS. 

Would it not be an improvement if mile posts showed the 
distance from next station as wellas from the end of the road, 
The extra expense would be trifling or nothing. HInDoo, 








Need of a Clearing-House System for Through 
Freight Business. 





[A freight manager of great experience writes to us in 
a private letter of some matters which deserve more gen- 
eral consideration and discussion, and we therefore take 
the liberty of publishing a part of his letter.—Eprror 
RAILROAD GAZETTE ] 

“‘ What we need more particularly is a better system for doing 
the business and for settlement of accounts between the roads, 
so that a continuous route between the great centers of busi- 
ness to the West and East, where the traffic passes over several 
different companies’ roads, shall be conducted as one road, with- 
out the hinderance or interruption of billing the goods from one 
company to the other and paying back charges from one com- 
pany to the other, but the entire route be covered by one way 
bill, and ali competing routes governed by the ‘clearing- 
house’ plan—settling each roads proportion of the traffic for 
Sreight with thefFreight Auditor of each road, and for passengers 
with the General Passenger Agent ofeach road. * * * 
It is only a matter of time to bring about the adoption of this 
system, or something similar. The unfortunate part of our 
whole railroad management is, that the great lines are in the 
hands of parties who are so overtaxed with the magnitude of 
their business, together with the other fact that they have had 
but little if any experience in the detail work of the business, 
that they do not give the time and attention to this subject that 
its importance demands. Therefore we continue the 
old system, which is as far behind the times as the old system 
of “chalking trunks” from one road to another instead of 
* checking them through.’ 

“Tf the whole business can be done under one system 
through the ‘ clearing house,’ with two hundred clerks in one 
place where all lines keep good faith with each other, it would 
certainly be better than employing two thousand clerks and 
expensive agencies all over the country at ten times the cost to 
settle with connecting roads and rebuild the property, while 
the cars and goods are waiting on some side-tracks in the yard 
for such bills, and while the ‘agents’ of each line are busy in 


granting free passes, or tampering with the agents 
of ‘freight protective unions,’ or cutting rates 
to gain some advantage over a rival live, or al- 


lowing some large shippers on some side road to load 
25 per cent. more freight into acar than is billed out. None 
of these are responsible to any one except the officers of their 
own road. The short line having little or no interest in the 
business, the main through lines suffer in consequence of the 
want of a practical system to make all through business uni- 
form, under a united management, when each line and road 
sliall be held responsible for its action as well as the action of 
its agents. This system, while it permits each line to do its 
own business and employ its own agents, and to continue its 
contracts with ‘dispatch lines,’ yet makes all comply with the 
uniform system, and while their business may be continued it 
brings ail under the ‘clearing-house’ system, to carry out in 
good faith the rates and to conform to their contracts with the 
road as well as with the public.” 











Western and Southern Railway Association. 





At the annual meeting in St. Louis, January 15, Mr. Thomas 

Allen, the President, presented the fo lowing annual report : 
PRESIDENT’S REPORT FOR 1872, 
St. Lous, January 14, 1873. 

To the Members of the Western and Southern Railway Associa- 

tion : 

GENTLEMEN—This is the first anniversary of our Association. 
On the 16th of January last year, 29 officers of Western and 





Southern ‘railroads met here and organized the Society, The 





number was 83 members of 73 different roads. One officer, L. 
Burnett, Superintendent of the Sioux City & Pacific Railroad, 
has wit wn from membership, and seven became ineligible 
by retirement from the qualifying positions they held. One 
member has been taken by death, Major Firth, of the Atchison 
& Nebraska Railroad, who was killed in an accident on his road, 

The Association has held three quarterly conventions ; but it 
having become apparent that the members as a class are too 
much employed to spare time for attendance so frequently as 
every three months, a resolution will be brought forward to- 
day to limit the number of meetings to two yearly and to 
change the title of the Association, giving it a b er and 
more comprehensive grasp. We hope te include in our list of 
— officers of every railroad in the United States and 

vada. 

As yet, although the discussions and comparing of personal 
experiences have been of value to the members ange | part in 
them, but little has been accomplished in the way of actiou. 
Locally, we of St. Louis have gained considerably by an agreo- 
ment that we came to at our first convention, by which we 
agreed to insert no paid advertisements in the local papers and 
not to pay for time-table insertions more than a small fixed 
sum. Also we agreed to take runners off the streets. By this 
understanding the roads centering in St, Louis have retrenched 
a useless expenditure of thousands of dollars. : 

Final action was taken as to the standard height of draw- 
bars. It was decided to adopt the recommendation of the 
Master Mechanics’ Association, viz., 32 inches for railroads 
north of the Ohio River and 30 inches for those south of that 
line. A number of railroads have signified their intentions to 
conform to these heights. 

At the first meeting, it was proposed that Congress be ap- 
plied to for a charter, but the resolution was reconsidered and 
acharter has been d du ry. 

Several important subjects have been under consideration 
during the year, reports on which from the committees having 
them in charge should be laid before you to-day. Two of the 
most important have engaged the attention of members from 
the inauguration of the Society, but as yet have found no 
practical solution. I allude to the system of free passes and 
commission on the sale of tickets. These subjects are of great 
and growing importance to railr interests ; their abuses are 
multiplying so fast that the burden already grievous must soon 
become unbearable. Where so many antagonistic interests are 
involved, a settlement is necessarily difficult to arrive at, and 
although a whole year has been spent in mere discussion and 
futile attempt to control this evil, I think, gentlemen, that 
there is no reason to slacken our efforts. During the year, in 
the threshold of which we are now standing, the influence of 
our Association will be more widely extended and united action 
possibly more practicable. . 

It may not be out of place to remark here, that this Associa- 
tion is essentially a deliberative body. and that action should 
not be determined on until after thorough and exhaustive dis- 
cussion. A desire for action is natural to men engaged in ex- 
ecutive occupations such as are the members of this Associa- 
tion: but, in order that all points of the question may be re- 
ceived and argued, and in order that the opinions of the whole 
body may be elicited, it will be well to hasten slowly. 

It was found that the members were so busily engaged in 
their important duties that any extra official work became in- 
convenient, and also that they were liable at any time to be- 
come ineligible for membership by changing from one official 
position to another, and that therefore a Secretary chosen from 
among the members could never be permanent. To avoid the 
inconvenience of repeated changes in the office of Secretary, a 
paid Corresponding Secretary was appointed on November 1, 
who resides in St. Louis, and at all times is available as a me- 
dium of communication between the members. — 

It is proposed to gather together such statistics and informa- 
tion as maybe of further use; the Secretary has therefore 
been instructed to address a circular to all the railroad compa- 
nies, and other individuals who may possess such information, 
which will be kept in the Secretary's office at St. Louis, care- 
fully compiled and accessible to all members of the Associa- 
tion. 

The expenses of the year were $609.88. An assessment has 
been made of ter cents per mile on the roads belonging to the 
Association, from which the above expenses were defrayed, 
leaving a sum of $486.82 in hand, and $1,100 (estimated) yet to 
be collected. 

The constitution provides that the officers of the Association 
shall be elected annually at the January meeting, by ballot; 
you will therefore, gentlemen, on disposing of this report pro- 
ceed to select your officers for 1873. 

RESOLUTIONS. 

The following are the resolutions passed concerning the 

change of name, etc.: 


Wuenreas, The Western and Southern Railway Association was 
formed to discuss matters of railroad management, with a view 
to the improvement of such and to the safer and more economi- 
cal working of railroads, and to procure the adoption of such 
rules, re tions and agreements as might be found necessary 
or desirable for the benefit of the railroad interest ; and, 

Wuereas, Such purposes are not of local importance merely, 
but are 4 common interest to all railroad officers and proprie- 
tors; and, 

Wuereas, Some of the purposes cannot be properly carried 
out by any local society or societies ; therefore, be it 

Resolved, 1st. That the title of the Association be hereafter, 
the * Rartway AssocraTION oF AMERICA.” 

2d. That the Secretary be instructed to notify all eee, 
eligiblo for membership, of such change, and to invite them to 
become members. 

8d. That Article 5 of the Constitution be amended to 
‘The Association shall hold two regular meetings each year 
on the second Wednesday in May and October. The places of 
holding each meeting shall be designated at the meeting im- 
mediately — Special meetings may be called by the 
Executive Committee.” 











Qonfession of a Train Wrecker. 

An Eastern exchange of last week nae : 

“Thomas Nelson, who was arres on Monday at Easton 
Centre for placing obstructions on the Old Colony Railroad at 
White’s Crossing on the 6th of November, was taken before 
Trial Justice Roach of Easton on Tuesday, and waiving exam- 
ination, was bound over for trial at the March term of the Supe- 
rior Court in Bristol County. He made a full confesssion, 
stating that on the 6th of November, in company with another 
man, he ate dinner at the poor-house in Easton, and then went 
to the Easton station. ter stooping there until about 5 
o’clock, they started for North Easton on the railroad track. Both 
had been drinking considerably, and when near White’s Cross- 
ing they saw two rails beside the track, and for the fun of the 
thing put.one of them on the track. Without stupping to see 
the result, they went on toward North Easton, Nelson going to 
his home in Easton Centre, and not knowing the result of their 
work until the next morning. The result was that the steam- 
boat train for New York, which left Boston at half-past 5, struck 
the rail at the crossing and damaged the engine 80 as to cause 
an escape of steam, which inju the engineer so that he wag 
conttanl te his home for over two months. He saved his life b 
crawling through the cab window. No one else was inju 
although there were about 500 passengers on the train. Nelsom 
is about 22 years old, and is a woodchopper employed on the 
new road which the town was building, and had been discharged 
the day when the lawless act was committed,” 
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Editorial Announcements. 





Correspondence. — We cordially invite the co-operation of the raii 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Inventions.—No charge is made for publishing —— of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
will pay liberaly for them. Articles concerning railroad manage 
ment, enginéering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
BXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 


THE WESTERN FARMERS AND THE RAILROADS. 











For a few months past the farmers—more particularly 
the grain growers, and most particularly the corn grow- 
ers—of the West have been complaining bitterly of the 
cost of getting their produce to the consumers. The 
prices of grain, and of corn especially, are lower than for 
many years previously; after using it most lavishly for 
feeding and fattening stock, an immensé surplus remains, 
which in places far distant from the Lake ports brings a 
mere trifle, and naturally and properly the farmers, and 
the merchants and manufacturers who are supported by 
the agricultural industry, including we might say almost 
the entire population of the prairie States, are inquiring 
eagerly into the causes of these low prices, with 
the hope of finding ‘some remedy. They find 
very readily that the price of corn in New York is rather 
more than twice as great as in Chicago, and that the cost 
of carrying a bushel of corn from Chicago to New York 
at this season is more than its price in the former place. 
The difference is greater, of course, for points west of 
Chicago, and nearly all of it is caused by -he cost of 
transportation. Cheaper transportation is seen to be the 
desirable thing, and cheaper transportation is demanded 
by farmers individually and in convention, and their cry 
is echoed by the press. ,It seems to be assumed that the 
needed relief, which will advance the price of corn ten 
or fifteen cents a bushel, depends wholly up.n the rail- 
road companies, and that simply by a reduction of 
profits, now extravagant, to a reasonable amount, this 
very desirable advance in the price of grain can be se- 
cured. 

Now itis perfeetly proper that this question of trans- 
portation should investigated ; that farmérs and others 
should learn just how great a tax the price of transporta- 
tion is, and how large a proportion of the transportation 
charges are profits to those conducting the business. 

We do not find, however, that there has been any se- 
rious investigation, either by the farmers or the journals 
which espouse their cause so warmly, and the result of the 
agitation hitherto seems to be great heat and little light. 
Most speakers have contented themselves by showing 
how much more it costs to carry a bushel of grain from 
Ilinois or Iowa to New York ti an the farmer gets for it, 
without any attempt to show why the cost should be less. 
That is, they have contented themselves wth pointing 
out the desirability of cheaper transportation, 
without attempting to prove its possibility. Most 

newspapers have given as the chief obstacle to 


much lower freights the undue profits of railroad 
companies, and have enlarged on the. watering of 
stocks, etc. Only one instance have we found in 
which any attempt has been made to show how much 
rates might be reduced by a decrease of the companies’ 
profits. 

A correspondent of the Chicago Jnéer-Ocean, writing 
from Springfield, Ill., has contributed to that journal a 
long letter on the profits of railroads and the taxes 
which they pay, in which a plentiful use is made of 
figures from the report of the Railroad and Warehouse 
Commissioners and that of the Auditor of Public Ac- 
counts. This array of figures is likely to cause many to 
look upon the letter as an honest study of the subject, 
and its conclusions as trustworthy. But besides some 
grossly unfair assumptions (such as estimating the 
actual cost of the railroads in ‘operation as 
less than $25,000 per mile), there are other applica- 
tions of figures which are so manifestly and grossly in- 
correct as to make it hard to believe that the article was 
not prepared ‘‘ with intent to deceive.” 

For instance, having assumed that the actual cost of 
the railroads is only $25,000 a mile (instead of $42,264, as 
reported), the writer inquires what would be the the in- 
crease on this assumed cost if the receipts from freight 
should be reduced one-half. To do this he takes from 
the Railroad Commissioners’ report the following state- 
ment of the aggregate gross receipts of the railroads of 
the State for the year ending June 30, 1872: 


ED NNR a ina cece vabusepenedsehwavtsasecbnccaccectcsehs $30,074,594 
NL, oc scamecesewabaniedenbecopuccnececseesece 10, 155, 164 
From mails, express and miscellaneous............. beueice 2,997,669 

MUN bn cdegetreunsbbicadadalosys>sciSeelnarneseuvaud $43 227 227,427 


This being from 5,331 miles of rvad. The working 
expenses incurred in earning this amount were 65.6 per 
cent., or $28,357,191. 

Now, the writer referred to finds that if the earnings 
from freight had been less by one-half, the gross earnings 
would have been $28,190,130, and then he gravely sud- 
tracts 65.6 per cent. from this to find the net earnings from 
these gross receipts! Of course the reduction in rates 
could make no reduction in the gross amount of the 
working expenses, which, it will be seen by the writer’s 
own figures, would be $167,031 more than the receipts | 
That is, with the freight rates reduced one-half 
the railroad companies not only could not pay 8.5 per 
cent. on their assumed “ actual cost” of $25,000 per mile, 
but could not pay a dollar on the in‘erest on their bonded 
debts (which amounts to something like $8,000,000 year- 
ly), and not even quite meet their working expenses! 
The Inter-Ocean’s correspondent has in truth made a true 
reductio ad absurdum, and nothing could so clearly show 
the impracticability of greatly reducing the freight 
tariffs. 

But let us go a little further in the path into which 
this investigator has taken us. Taking his 
own figures, including the grossly untiue assump- 
tion of the average cost of the railroads, let us 
see what change in the freight tariffs would afford 
the railroad a net income of 84 per cent. on $25,000 per 
mile. This would be a total, for the rcads reporting, of 
$11,329,246, which is less than the net income repor' ed by 
$3,542,990. Now if we take this from the freight receipts 
only, it will make a reduction of about 11} per cent.— 
which, we need not say, would hardly relieve the neces- 
sity of the corn growers (who are most affected by freight 
charges) as it would not make a difference, on an average, 
of one cent a bushel in the rates on that grain, and not 
all of that—more probably in the existing condition of 
the demands, not any of it—would go to the farmers, but 
to the consumer rather. 

Taking the railroads at any fair valuation, however, 
and the net earnings of 1871-2 reported to the Commis- 
sioners were not more than 7 per cent. on the invest- 
ment, and this in a State where loans on mortgages with 
the very best security are very rarely made for less than 
9 per cent., and usually for 10 per cent. Hardly a 
farmer in the State will lend his money (when he has 
any to lend, as many of them have) for less than 10 per 
cent., and we do not believe that farmers or others really 
would ask the owners of railroads to take less than 7 per 
cent. on their investmeats, if they knewit. It is a false 
idea of the profits of railroads which leads them to re- 
gard the companies’ charges as unjust and ¢ xtortionate. 

But these are Illinois railroads, comparatively new and 
many of them as yet barely earning the interest on their 
bonds. At least they do not, or very few of them do, 
affect the cost of transportation betwecn Ch‘cago and 
the East, and it is these roads which ate most charged 
with extravagant profits, with enormous watering of 
stock, and with charges which, more than any others, 
keep down the prices of grain inthe West. Now we 
shall not deny that stocks have been watered, and that in 
some instances the profits on railroad investments have 
been very large. But this by no means proves that but 
for these large profits the price of transportation would 





be very much less. How mucn do the profits of stock. 








holders affect the charges, is the question; and this ques. 
tion we purpose now to investigate. 

Let us, then, inquire just how far rates could be re- 
duced if no dividends should be made to stockholders, 
and gross earnings be made only large enough to cover 
the expenses and the interest on the bonded deht—and 
we suppose that the bitterest critic of railroad companies 
will admit that these are legitimate expenses which the 
traffic should be made to pay. 

We will take, for example, the most northerly of the 
great routes between Chicago and New York, that com- 
posed of the Michigan Central, the Great Western of 
Canada and the New York Central & Hudson River—a 
line 960 miles long, which carries a large proportion of 
the traffic between the termini named, and a still larger 
proportion of that between the West and New England. 
The dividends made by these three companies for the 
last year for which reports from them all are acces- 
sible amounted to $9,748,743, their gross earnings for 
the same year having been $31,345,940. If the rates had 
been fixed so low as to produce only the latter sum 
minus the dividend, the proportion of the reduction 
would have been 31.1 per cent. 

If we take the Lake Shore & Michigan Southern with 
the New York Central & Hudson River, we find that the 
entire non-payment of dividends would have permitted an 
average reduction of 27} per cent. in the tariffs; or if we 
take this road with the Erie, as more properly the central 
of the three great routes, we will find that the gross 
amount of earnings by this route were $31,965,980, and 
the dividends, $3,173,148; and the non-payment of div- 
idends would have permitted a reduction of a little less 
than 10 per cent. in the rates, The southern or Pennsyl- 
vania route, composed of the Pittsburgh, Fort Wayne 
& Chicago, the Pennsylvania Railroad, and the New 
Jersey railroads, earned $34,677,499, and their dividends 
were $6,943,680. The application of the dividend pay- 
ments to areduction of rates would have permitted a de- 
crease of just 20 per cent. 

But the fairest and most satisfactory conclusions will be 
reached by taking the aggregate of the earnings and div- 
idends of the three great lines, which carry most of the 
freight between ‘Chicago and the East, are almost the 
only dividend-paying roads which carry this traffic, and 
usually fix the rates for the rail traffic on the other lines. 
The following table gives the gross earnings and divi- 
dends fcr one year of each line, and the aggregate of all 
the lines forming the three great lines between New York 
and Chicago : 





Gross earnings, Dividends. 
ew York Central & Hudson River........ $21,972,105 $7,258,742 
Ne ee eee a eae 17,168,005 298,792 
Penusyivania (including leased New Jersey 

cide teas cnce cdnactevise. aadseecvcsee 26.283 516 5,524,125 
Great Western ............... ahiwianigheratian 4.395.765 : 13), 251 
EN arr 4 978,07 1,350,750 
Lake Shore & Michigan Southern.......... 14,797,975 2,874.356 
Pittsburgh, Fort Wayne & Chicago......... 8,393,974 1, 419 505 

MR cnckcads viclaselii acta .. $97, 989,410 $19,865,521 


The dividends earned by the three great lines, there- 
fore, were 203 per cent. of the gross earnings, and so if 
the stockholder’s income bad been applied wholly to the 
reduction of rates, these would have been lessened by 
one-fifth, and the bushel of corn woul. be moved from 
Chicago this winter for 29 cents a bushel, instead of 36.4, 
as at present, provided the reduction should be made on 
coarse through freight to the same extent as on local and 
other classes of freight. 

This, however, 1s what would hardly be possible. We 
all know that the through freight affords a smaller pro- 
portion of profit than any other kind of traffic. Its great 
amount affords large aggregate profits from a small per- 
centage over expenses. Twenty per cent. reduction, in 
the present condition of railroad business, on through 
grain, would doubtless make the carrying of that staple 
altogether unprofitable—and certainly the companies 
cannot be expected to carry at a loss: at least they will 
not long doso, whether they are expected to or not. We 
have no figures to show definitely what the cost of grain 
transportation is, but we believe we shall not be far out 
of the way if we say it is as much as 90 per cent. of the 
average. 

Thus, granting that the railroad companies should give 
the use of their property free of charge, the current 
charges on wheat might be reduced from 39 to 35 cents, 
and on corn from 36.4 to 32 cents a bushel. 

This saving of about four cents a bushel on wheat and 
8} cents on corn might have been made by the entire ces- 
sation of the payment of dividends. If the shareholders 
should be permitted to receive one-half of their present 
dividends, the reductions could be only one-half as great, 
of course, and we believe no one would grudge them that 
amount of profit- 

But, having saved four cents a bushel by the sacrifice 
of the dividends, or two cents, by the sacrifice of half of 
them on that small fraction (not more than one-sixth of 
the entire exports) of the grain carried east by rail, the 
question remains, Who will profit by the saving ? 
Those who complain of high rates are the farmers. 





Feb. 1 


Const 
excee 
trans} 
corn, 
porte 
ent cc 
the la 
go to 
We 
sions 
such ¢ 
idend. 
by less 
Th 
tively 
their 
ing is 
ducti 
the | 
sume 
to be 
need 
else | 
Su 
madi 
alrea 
grea 
peri 
disp 
incre 
of su 
not 
ware 
trac! 
grea 
thro 
finis 
trafi 
com 
traf 
mu: 
cre: 
and 
and 
mu 
trat 
futi 





— ere Fe © 6. er eS 6 


=a — ~*~ A 






































































































































Feb. 1, 1878] ‘THE RAILROAD GAZETTE.) 45 
Consumers do not complain of prices; the supply RAILROAD EARNINGS, DECEMBER, 1872. 
exceeds their demand, and any reduction in the cost of 
transportation will increase the supply, especially of Mileage. Increase. Earnings Earn'gs per Mile 
corn, of which a less proportion than of wheat is ex- Namz or Roap, —— | 
ported. We may readily believe, then, that in the pres- 1872. | 1871. | Miles.| P. c. 1872. 1871. 
ent condition of things the larger part—probably much F 706 
the largest part—of any saving in transportation would Burl Codes tent oe... -— 2 8 oe toe 240 
go to the consumer. Central Pacific. ............0200+- 1,166} 1,013] 153 | 153g | 1,007,125 = 

We conclude, therefore, and we believe our conclu- Checee cal Cle & Indianapolis. } pf ry a! ath 846 
sions have been pretty thoroughly demonstrated, that Brie. sas taeeeeeeeeseeeeeenes A ate yosh 1% ar “ 
such @ reduction of rates as would leave no profits for div- Indianapolis, ee &West'n| “212 ‘a1 hide entaidansaed 126,124 4 
idends would increase the average price of grain in Chicago ery ——- # ichigan Southern 1,196 1,038 | 68 | 5} 1,433 981 1,190 
by less than two cents a bushel. ae , A vtteeeeeees — = — ) ge ba 

The truth is, the stockholders’ profits form compara- | Michigan Central.............: os || 2 ee (1 0 pepees peneeeen mmm bt 
tively a small part of the tax on traffic, however large | onic  hMiseiaeipet oe ee 4 = hace | =. Pret 679 
their profits may be in some cases. Not that a small sav- * nen ‘Alton & Tatts iste. = ee ma | po 
ing is not important, but that any saving miade by a re-| Toledo, Peoria & Warsaw........|  237| 227| 10 | 4% 90, “ 
duction in dividends would give no considerable relief to | Ted, Wabash & Western. ..... ened Mend Ebeaeas mantsen ~_- = 
the producers of bulky staples distant from the con- Otel .......+ eecoessecrees- 11,763 | 10,988 | 775 | ve | $8,711,084 $976,005, $124,179 seh ec 
sumers. It isthe actual cost of transportation that needs Total increase.........--.- eccccs]. ccoccce] cocccccdoosoccce| covccccescoloccece cocces piED} -ceneee seoccces ere 
to be reduced in order to give the needed relief—much yee 
needed relief, undoubtedly, at this time—and nothing RAILROAD EARNINGS, YEAR 1872. 
else Can give it to any considerable extent. 7 

Such a reduction is doubtless practicable, and will be | Mileage. | Increase. Earnings. Karnings per Mile. 
made. Indeed, toa considerable extent it has been made Name or Roab. —_ Increase. |Decrease. Rie] 
already ; for, taking a series of years, the rates on the ; 1872. | 187). | Miles 'P.c.| 1872. 1871. 1872, Inc.| Dec. |P.¢. 
great lines show a progressive reduction in the receipts | | ee 
permile per passenger and ton of freight. The most in- | Atlantic & Great Western...... | 539} 506 33 5 “$5,130,962 $4,485, 789| $645,173 $9.557/$8,869' $683)...... By 
dispensable element in any large reduction is avery large | Céntrat of New Jersey | wal eia|....0-( | 721810] GRANT, Stiva0 oft) ab atolan taal or | Oye 
increase of traffic on through lines, with the improvement cae ne .. ceesececececess| WMS] S88 * 16% eo 9.497.073 8,488,064 ts at! O64) 2: 477}1, 1,587 eras re 
of such lines to accommodate such traffic. There is now Cleveland, Coi Col. Cini. & indiana: 430) 390 40 10% 4,429'209 3,866 076) 543.133) 10,300) 9.913] 887|..2... 3% 
not one double-track line completed from Chicago east. | BHC ia caipeenn toe I ago] aula] rae) OWL tale oh Tee aaa nl aail Oe 
ward. Already the traflicis so great as to demand such | Kaneas Pacific ....... ecveeeee 6T2) "672).0 2. 3 | Budd Ise) 3.306.626) pe 4 5.423) ~~ iia 1084 
track for its most economical handling, and the three Lave Shore Mii = : wa 1s ma) - ‘Soot iat pete Tout? iene Me oee asiliet rrrr "11634 
great lines very soon will have double tracks completed | Milwaukee & St. Paul.......... —— 101K a3 104! i ye 20%! oias) S.95a1i. 185 aang 
throughout their length, two of them being nearly | Missouri, Kansas & Texas... Bis] aM) 13. 3414) 1,887,462 5 22283 99,1099. 80% 3.581 2.499 1,083) .--+-+ og 
finished already. But so long as passenger and freight | st’ — la oo —~ ae ae series 1,645,766 625.792). ‘ 9. Te 1,898)... 2/2436 
traffic is conducted on the same tracks, there must still be | Toledo, Peoria & Warsaw -....| 237 is a ieee 5.736.682 i rig EY ie ee om 
comparatively a great waste. Tere is not now, however, ‘ onli - —— . — 4% 
traffic enough for separate freight tracks, and thiseconomy ME ooces ooo cs cssee 11,168| 10,386 782 “Da| $1192, a sei came $554,341) ..... ‘$10,081 |g9,611 $430]...... 
must be postponed until the traffic is still further in- Total increase.......... a er orkabbadawlos duos | prasbiansdbelnsees apes — ooneee + pee | ee a ore 
creased. But this increase, we believe, is sure to come, = ——— ; 


and these improvements are sure to be made, and in them 
and other improvements in the methods of transportation 
must we look for that large reduction in the price of 
transportation which is of so great importance to the 
future prosperity of the Great West ? 








Railroad Earnings for December and the Year 1872. 





We are able to present at this time the December earn- 
nivgs of but nineteen railroads, tue Atlantic & Pacific and 
Pacific of Missouri, whose reports have been published 
heretofore, being very much behind. One of these has 
large and one very small earnings per mile, but both 
have heretofore shown a decrease in earnings per mile, so 
that their absence somewhat affects the aggregate. 

These nineteen roads, with an increase in mileage of 
7 1-16 per cent., show an increase in receipts of 10% per 
cent., and the increase in earnings per mile is 3g per 
cent. 

For the year we have the report of eighteen companies, 
including all of the above except the Indianapolis, 
Bloomington & Western and the Obio & Mississippi, and 
also the Central of New Jersey, which does not report 
monthly. 

These eighteen companies, it will be seen, with an ag- 
gregate increase of 74 per cent. in mileage, show an in- 
crease of 12 5-16 per cent. in gross earnings, and the aver- 
age increase in earnings per mile is $430, or 4} per cent. 
The earnings per mile for the year are doubtless much 
above the average for the whole country, being $10,081, 
which is a very satisfactory sum, and will probably ad- 
mit of net earnings of something like $3,500 per mile of 
road, which for lines with a moderate capital account is 
a reasonable profit. 

Five of the eighteen roads reporting -have more than 
the average earnings per mile. Two of these have very 
nearly the average rate, and of the others the Erie is 
nearly 90 per cent., the Lake Shore & Michigan Southern 
60 per cent., and the Central of New Jersey 164 per cent. 
above the average. The increase in earnings per mile is 
more than 10 per cent. on one half of the lines ; but all 
but two of these (the Central Pacific and the Lake Shore 
& Michigan Southern) are still below the average in their 
earnings per mile. Very large increases on heretofore 
large earnings have been made, however, by the Michi- 
gan Central (163 per cent.), and-the St. Louis & Iron 
Mountain (24} per cent.), and the latter leads the entire 
list in its rate of increase per mile. 

It is encouraging to observe that nearly all the roads 
with comparatively small earnings not only show an in- 
crease but a rapid rate of increase, only one with earnings 
less than $7,000 per mile showing a decrease, and al] the 
rest an increase of more than 10 per cent. 

It is, however, hardly safe to make general deductions 



































from these reports, as they cover less than one-sixth of 
the mileage of the — 








TESTING MATERIALS USED ON RAILROADS. 





Probably if the master mechanics of most of our rail- 
roads were to make requisitions for testing machines, to 
determine the strength and quality of iron and other ma- 
terials used, in at least nine cases out of ten their supe- 
rior officers would regard such a demand as unnecessary 
extravagance. It it probable, nevertheless, that such an 
investment of money instead of being useless would in 
many cases result in very great economy. It is certainly 
very important to companies whose expenditures for ma- 
terials are counted by millions to know definitely what 
they are getting for their money, which it is often im- 
possible to know without carefully testing that which is 
bought. 

A $-inch iron bar which will resist a strain of 40,000 
lbs. is worth much more thin one which breaks at half 
that weight. Itis desirable, therefore, that an engineer, 
master mechanic or car-builder should be able, when he 
buys iron, to determine certainly and promptly what its 
strength is. If iron were bought with the understanding 
that it must be ofa certain definite strength, and be test- 
ed in a specified way, it is quite certain that a very much 
better quality would be furnished than if no such tests 
were made. The same is true of other material, such as 
boiler-plate, cast iron, rope, etc. The amount 
of knowledge, too, which a master mechanic 
would acquire by having at hand a ready means 
of making such tests would be of immense service to 
him and to his employers in contracting for material, and 
also in designing machinery and other structures. With- 
out such facilities, he is obliged to depend upon materials 
of whose strength he is ignorant. It is impossible, for 
example, to know the strength of chain from a mere in- 
spection without experiment, and yet if applied to the 
trucks of cars the lives and safety of the passengers at 
some time may be entirely dependent upon its quality 
and strength. In designing machinery much valuable 
knowledge would thus be gained by careful tests of the 
material employed. It does not require much 
experience to learn that a purchaser who is ignorant of 
the qualities of the goods he buys is nearly always at the 
mercy of the seller. There is nothing which conveys so 
much information of the qualities of metals as careful 
experiments concerning their strength, and the tricks of 
trades which have been revealed by good testing ma- 
chines would surprise many novices. The accidents 
which are almost daily causing sorrow and suffering, or 
exciting indignation or apprehension, all warn us of the 
importance of more careful inspection of materials and 
machinery, If railroad managers knew more definitely 





the nature of the material of which their rails, wheels 
and axles are made, the list of accidents which we pub- 
lish monthly would be materially reduced. At the pres- 
ent time it seems to be regarded as sufficient reason and 
excuse for an accident that it is found to be attributable 
to a broken rail or wheel. Quite the reverse should be 
the vase, and disaster from such a cause should be re- 
garded as conclusive evidence of culpability on the part 
of the railroad company. 

It is not alone, however, in the strength and power of 
resistance of materials that testing machines are useful. 
They serve quite as good a purpose in revealing the 
mistakes and defects of design and construction as they 
do in determining the quality of materials. We took 
occasion’ only a short time ago to call attention to 
the proportions of the fastenings of car check 
chains. The same faults are common in boiler 
stays and many other parts of railroad machinery, the de- 
fects of which would be at once revealed by a few ex- 
periments. At the present time, notwithstanding all the 
discussion of the subject, nothing is known very definitely 
or accurately about the relative strength of boiler plates 
which are drilled and those which are punched, chiefly 
because those who are interested in the subject have no 
facilities for making the experiments, and those who have 
the facilities feel no interest. Consequently we go 02 
making boilers without knowing what their strength is, 
excepting that they are often too weak and blow up, with 
certain very sad and disastrous results which are attrib- 
uted to mysterious causes over which we have no con- 
trol. We have taken occasion quite frequently to call 
attention in these columns to the class of men who take 
great pride, not so much in being practical men, as in not 
being theoretical. That class learn only by observation, 
and not by reading. The experience of other people 
goes for nothing, and figures and calculations are wasted 
upon them. No more efficient means of educating that 
class could be provided than a machine with which they 
could experiment. The clearest demonstration of the 
weakness of a boiler seam would not have half the force 
or carry conviction to them half so clearly as the ! reak- 
ing of one seam at a low strain, and the resistance of a 
much greater strain by a better disposition of the holes 
and rivets in another. No amount of writing about the 
weakness of the attachments of boiler braces would se- 
cure their attention ; but a single experiment showing 
the defects of these parts would convince them in a way 
which they would never forget. 

It is not alone the tensile strength of materials that 
can be determined by experiment. We described last 
week a machine for vesting the hardness of rails, and 
other methods have been proposed for testing their other 
qualities. Considering the immense quantities of rails 
used, and their enormous value, it is surprising that so 
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little attention is given to their inspection. The qualities 
of all kinds of lubricants, oils and paints can also be de- 
termined by experiment, and a more rigid inspection 
would undoubtedly secure the purchaser a better quality. 

There has also been considerable attention called quite 
recently to the quality of water used for locomotives. 
That the analysis of such water will receive much more 
attention hereafter than it has heretofore, we think there 
can be no doubt. Before water is used for locomotives, 
it should be analyzed both chemically and microscopi- 
cally, and that immense economy would result from the 
exercise of more care in this direction, an inspection of 
the inside of locomotive boilers on almost any Western 
railroad will at once show. The waste of fuel and the 
destruction of boilers Jue to incrustations are now enor- 
mous, much of which could be entirely prevented by the 
exercise of greater care in sclecting water. 

It has been suggested that the Master Mechanics’ Asso- 
ciation might establish, with much advantage to their em- 
ployers, a sort of laboratory, with all the most improved 
appliances for testing materials, etc., and place it in 
charge of a competent expert, who would report upon 
the samples submitted and make a charge sufficient to 
render the place self-sustaining. Such an establishment 
might be of immense service to railroad companies, if 
conducted with the right kind of ability. The person or 
persons in charze would, however, need to have not only 
high scientific attainments, but unflinching integrity, as 
they would be subjected to the influence of all kinds cf 
“ motives,” which, if allowed to prevail, would not pro- 
mote scientific impartiality. 

There are indications now that many railroads to be 
profitable to their owners hereafter must be managed in 
the most economical manner possible, and that the 
greatest skill must be exercised to secure economy. It 
is to be regretted that so few managers appreciate the 
value of skill and knowledge in the management of a 
business so extensive and so intricate, and involving so 
many scientific questions as the operation of railroads 
does. A merchant doing a business of a few millions 
will pay a very liberal salary to a competent person to 
make his purchases, whereas a railroad company whose 
operating expenses are from two to five times as great, 
will make the salaries of the persons who direct such 
expenditures, as compared with those paid by private 
establishments, in an inverse proportion to the amounts 
involved. : 

To expend several millions or even several hundreds of 
thousands of dollars per year for a great variety of 
materials, machinery and labor, and to get in return full 
value for the expenditure, require much more than ordi- 
nary skill, and nothing would aid so much in securing 
full value for the money as a vigorous system of tests 
applied in an intelligent way. The capacity, however, 
of making strictly accurate and impartial tests, and re- 
porting them in a clear and concise manner, as the world 
goes and as men are educated, is comparatively rare. 
Notwithstanding this, however, it would we believe be 
very profitable to large railroad companies to adopt a 
vigorous system of testing all the material bought. Let 
it be known when contracts are made that the material 
bought is subject to inspection, and will not be accepted 
unless it stands the tests, and taere is little doubt that 
much which dealers and manufacturers now ‘‘ shove on 


to” rdilroad companies would be shipped to other des- 
tinations. 








Record of New Railroad Construction. 





This number of the Rartroap Gazerre has information of 
the laying of new track, as follows: 

Portland & Ogdensburg— Vermont Division.—Extended from 
Morristown northwestward 4 miles to Hyde Park, Vt., 50 miles 
northeast of St. Johnsbury. Utica & Black River.—Extend- 
ed from a point three miles north of Carthage northward 12 
miles to Philadelphia, N.Y., about 12 miles. Syracuse & Chenan- 
go Valley.—Extended from Erieville southeastward 14 miles 
to Earlville, N.Y. Central Valiey.—This road (of 3-feet gauge) is 
completed from Bainbridge, N. Y., on the Albany & Susque- 
hanna Railroad, north 12 miles to Smithville Flats. 

This is a total of 42 miles of new railroad. 

The absence of this record in the two preceding numbers of 
this journal was occasioned rather by a want of material rather 
than otherwise. We here summarize the extensions chronicled. 

The following were in the number of January 18: 

Portland & Ogdensburg—Vermont Division.—Extended from 
Wolcott northwestward 5 miles to Morristown, Vt. Dakota 
Southern.—Extended from Vermillion westward 20 miles to 
James River.—This is a total of 25 miles of new railroad. 

The number for January 25 gave the following : 

Houston & Texas Central..—Extended from McKinney 
northward 17 miles to Van Alstyne. Montpelier & 

Wells River.—Extended for 3 miles from Monpelier. 
Rio Grande.—Extended 14 miles to a point 20 miles west of 
Point Isabel, Texas. International.—Extended from Overton 
northeastward 14 miles to Kilgore, Texas. 

This is a total of 48 miles of new railroad. 

Of the entire amount chronicled last month, not more than 
70 miles has been completed since the first of January. 


+ based on asserted negligence in ringing could not be main- 


The Vienna Exhibition. 





The following bit of discussion in the Senate is copied by 
reason of the very neat reply made by Mr.Schurz in the de- 
bate in the Senate on the bill to enable the United States to par- 
ticipate in the Vienna Exhibition. It is a most concise and com- 
plete refutation of the reasons which have been so persistently 
urged by acontemporary to defeat the appropriation : 

“Mr. Schurz, from the Cammittee on Foreign Affairs, re- 

rted the House bill to enable the people of the United States 

participate in the Vienna Exposition, with an amendment 
increasing the appropriation from $100,000 to $300,000. 

‘“*Mr. Chandler opposed the amendment, and said he was 
opposed to making any appropriation for this purpose, be- 
cause experience had shown American inventors that the main 
result of taking part in such expositions was to have their in- 
ventions appropriated by foreigners. 

“*Mr. Schurz replied that, in the first place, if foreigners 
wished to steal our inventions they could do so at any time by 
copying the models in the Patent Office; in the second place, 
those inventors who feared to take the risk might keep their 
inventions at home ; and, in the third place, the Austrian Gov- 
ernment had issued a decree designed to protect the rights of 
foreign inventors.” 

By the way, this increase in the appropriation was voted in 
the Senate, but cut down to $200,000 in the House, which, if not 
so good as $300,000, is at least twice as good as $100,000. 








Tue Heatine or Cars is the subject of the following posi- 
tive assertions in one of the New York papers (the Times), which 
would have us believe that the only obstacle to the introduc- 
tion of its simple, safe and comfortable heating apparatus is 
the total depravity of railroad companies and their servants. 
This is his treatise on heating : 

“Tt seems that there actually are persons who believe that rail- 
way cars cannot be heated by steam from the boiler without 
ear of scalding the passengers. This is an excuse put for- 
ward by the railway companies, and its falsity is shown by the 
fact that though our ferry-boats are heated by steam from the 
boiler, the steam-pipes are rarely hot enough to burn the hand 
that may be laid uponthem. The exhausted steam of the | 
motive could be used for heating purposes with perfect safety, 
and the only objection to it is that it would require a few mo- 
ments of time to connect the pipes running through the cars 
with the escape pipe. The railway brakeman is jealous of his 
time, and we could point to a railway in the neighborhood vu! 
this city, where the steam-brakes with which the cars are pro- 
vided are frequently neglected because it would occupy tive 
minutes to place them ip working order. When the brakeman 
ig willing to keep steam-pipes in order, ‘our trains can be 
heated with them, and all danger of fire avoided.” 

If the author of these very positive, and, we might add, very 
stupid, assertions had even the most superficial knowledge of 
the construction or operation of locomotives, or even had taken 
the trouble to enquire of those who knew, he would have 
learned that the exhaust steam is needed to create the neces- 
saryjdraft which is required for the very rapidycombustion in lo- 
comotive boilers, and, therefore, could not be used for heating 
cars. If it was, the fire would not be stimulated sufficiently to 
make steam for the engine. The reason which prevents the 
use of “live steam, ” drawn directly from the boiler, is that 
there is none—especially in cold weather—to spare. The most 
difficult problem in locomotive construction is to provide boiler 
capacity enough for the engines alone. The largest locomotive 
boilers have not enough for the economical generation of steam 
for moving the train, and all such boilers would (or should) be 
made larger, if we could find a way to do it without increasing 
the weight of engines, already so destructive to the track. If 
the writer inthe Zimes who undertakes to instruct railroad 
managers would oblige them by indicating not only how brake- 
men but how boilers of greater capacity can be furnished, doubt- 
less he would find that considerably more knowledge of the sub- 
ject is needed than he supposed. 








An Automatic BELL is proposed by ‘‘ Hindoo” as a substi- 
tute for the steam whistle for giving warning at crossings, etc. 
If “* Hindoo” or any one else will design such a bell, filling ail 
the requirements, he wiil find it in great demand, Buta sim- 
ple connection with the engine will not do. The bell should 
begin ringing a few moments before the wheels begin turning, 
and yet should be so continued that the locomotive cannot be 
started unless the bell is ringing. Then it should not ring 
very slowly at first and afterwards with fearful rapidity. Dis- 
tinct and decided warning is needed when the engine starts, 
and one stroke of the clapper to one revolution would be inad- 
equate at first, while at full speed it would be an unearthly 
clatter, perhaps quite as much a nuisance as the ear-piercing, 
rest-disturbing whistle. If the movement of the throttle 
valve sets the bell in motion, then it is likely to 
ring too slow at first and too fast afterwards, besides 
not ringing at ali just before starting; if on the other hand 
the bell is rung by a separate engine and set in motion by a 
separate action of the engineman, then there is no security 
(greater than exists with the bell rung by hand) that the bell 
will always be rung at crossings and elsewhere where safety or 
the laws require. Every now and then claims are made for 
stock killed at crossings, etc., where the validity of the claim 
depends upon evidence of negligence in ringing ; and when the 
claimants swear that they didn’t hear the bell, juries sometimes 
believe them, though engineman and fireman swear they rung 
it. If it was impossible to move the train without ringing, the 
proper warnings would certainly be made, and false claims 


tained, and negligence in ringing would of course be impos- 
sible. 














NEW PUBLICATIONS. 





Official Guide of the Chicago & Alion Railroad.—Mr. James 
Charlton, the General Passenger and Ticket Agent of the 
Chicago & Alton Railroad, who is a manof fine literary taste 
and culture, as well as a very capable railroad officer, has hit 
upon something new in the way of a railroad guide for his road. 





and to this end it is not enough that it be published and dig-- 
tributed : it must be preserved by the recipient, so that it may 
have its proper effect at the proper moment—that is, when he: 
is choosing his route for a journey. Now the average time- 
table, though printed in all the colors of the rainbow, has too: 
few attractions to induce the average man to keep it, and a: 
book made up of time-tables will hardly last any one more that 
one trip, especially if it can be had for the asking. The prob- 
lem then is, to add to the guide proper something of general: 
interest or value, which will cause the book to be preserved. 

Mr. Charlton’s method of solving this problem is to stitch: 
with the guide proper a sheet containing a reprint from some 
author of note, and he begins with Robert Browning, giving a: 
sheet of 16 pages which contains “‘Pauline,” a work of the 
author’s youth, intense in expression, and ope page of. 
‘** Paracelsus.” Announcement is made that the publication of 
this poet’s works will be continued in subsequent numbers of 
the guide, until they are completed. And it must not be sup- 
posed that the publication is piecemeal, on alternate pages, or 
in any shabby manner. On the contrary, it is a beautiful piece 
of typography, and the paper is of fine quality. The sheets of 
the different numbers are to be paged consecutively, so that 
they may be separated from the rest of the pamphlet and 
bound in one handsome volume when a work is completed. A 
little more margin is needed if the sheets are to be bound, but 
otherwise hardly any fault can be found with the appearance of 
the publication. 

As to its value to the company, that is another question. 
We fear that the accounts of sales of Browning’s Works by his 
American publishers, or an investigation of the calls made for 
them at publiclibraries, would indicate unmistakeably that those 
who read them are eminent for culture rather than numbers; and 
if the Chicago & Alton Company should offer to bind gratis all 
the copies which have been preserved for the sake of the poems, 
we fear that the expense would be shockingly small. But, of 
course, the idea of the publication and the selection of the 
literature are two different things; and though Browning’s 
poems might tempt very few to preserve the guides, doubtless. 
something else would. 

And thia suggests that, perhaps, through this method of ad-. 
vertising railroad companies may become customers for liter-. 
ary wires. Ofcourse, tue chances for the preservation of the 
Guide ary iscr as :d, if its literary contents are not only attrac-. 
tive and popular, but are to be found nowhere else. Imagine. 
Mr. Charlton to have secured ono of Bret Harte's best stories— 
“Miggles,” the “ Idyl of Red Gulch,” or whatever it might; 
be—put it in one of these Guides and permitted its publication 
nowhere else, That Guide, we imagine, would be preserved in: 
many homes, and the chief drawback to its efficiency would 
really be the enormous demand for it, which might make it. 
cost more than it came to. 

Another attraction, and not a very costly one, which might: 
be utilized, may be found in really good engravings. Pictures. 
of living interest and well designed, engraved and printed are. 
very likely to be preserved. 

All this is on the supposition that a guide is not, and cannot 
be made, sufficient in itself, but needs something added to it to. 
make it worth keeping. We have something in mind to say of 
guides as guides, but must put off saying it till a more conveni- 
ent season. 

The American Railway and Supply Directory, for 1873, 
which was to be issued about this time, has been so delayed 
by the destruction ofits type and material in the great Boston 
fire that it will not be issued until the 1st of March. The pub- 
lishers, Messrs. Greenough, Jones & Co., ask their patrons to 
be patient, as their misfortune has made the delay unavoid- 
able, 





————————— 


Report of the Iilinois Railroad Commissioners, 





One very large part of the late annual report of the Illinois 
Railroad and Warehouse Commissioners (dated December 1, 
1872) is taken up with a history of the litigation by which the 
enforcement of the provisions of the law regulating freight and 
passenger tariffs has been sought, and in recounting defects in 
these laws, and another large part in the report on warehouses. 
An abstract of the report will probably be quite as acceptable 
as the document in full. 

The failure of the existing law to designate methods of pros- 
ecution and fix penalties (since the violations of the law are 
not misdemeanors by the common law) is assigned as an ob- 
stacle which has made it difficult or impossible for the Commis- 
sioners to take effective measures for the enforcement of such 
of the laws as the railroad companies do not recognize. 

The history of the case of the State against the Chicago & 
Alton Railroad Company for discrimination in freight rates, 
which resulted in the Circuit in a decision against the com- 
pany andis now before the Supreme Court of the State for de- 
cision, is recited. 

The importance of authority to employ professional aid in 
the prosecution of cases against railroad companies is enlarged 
upon. There is now no provision for the compensation of 
counsel in such cases. The Commissioners recommend. the 
passage of a law providing for the temporary working of rail- 
roads whose charters may be forfeited by receivers to be ap- 
pointed by the courts pronouncing judgment of forfeiture, and 
one for the reorganization of such companies. 

The Commissioners have advised with individuals concerning 
bringing suits for violation of the passenger fare law; have 
notified companies of neglect to comply with the law concern- 
ing sign-boards at crossings (which neglect has been almost 
always remedied after notice) ; have received and reported on 
complaints of the underbilling of grain in cars ; have received 
no complaints of violations of the law requiring the provision 
of track scales at stations (the lack of which gives opportunity 
for uuderbilling); brought suit against warehousemen of 
“Class A” for neglecting to take out licenses, which suit 





The object of such guides usually is to advertise the road, 


was gained in the lower court and is pending in the Su- 
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preme Court; brought suit against warehousemen for charging 
more than the lega! rate for storege, in which suit the Circuit 
Court decided that there was no public remedy for overcharg- 
ing, the law having fixed no penalty. 

‘The two bills consolidating and digesting all laws relating to 
railroads and warehouses, with alterations deemed essential, 
which were prepared by the Chairman of the Board and pre- 
sented to the Legislature, but not passed, a year ago, are again 
recommended. 

Objection is made to a bill providing inflexible rates for 
freight, and the following is quoted from last report : 


“* As far as freight tariffs are concerned, it is laid down by 
competent authorities that to fix general tariffs inflexible for a 
period of years, which must be the case if they are tixed by the 
Legislature with no provision for modification except by legis- 
lative action, seems to be wholly impracticable. Where it has 
been attempted, it has always failed, never being properly com- 
plied with. What is reasonable for one road is not for another, 
and would destroy the latter. What might be reasonabie in 
one season might be very burdensome at another. Peace or 
war, famine or plenty, the state of the domestic or foreign mar- 
kets, would exercise vast influence upon the proper adjustments 
of such tariffs.” 


The rates, they think, might be adjusted from time tu time 
“by such persons as the Legislature shall see fit to confide in, 
and it may be controlled, if deemed expedient, within limits 
and exercised in methods to be established by law.’ 

An appropriation of $20,000 is asked for additional counsel in 


cases brought against railroad companies and warehousemen. 


The fees fixed for grain inspection are given, and a report of 
the amount inspected during the first year of the Commission’s 


charge of this matter. An account of sundry warehouse frauds 
is given, especially of that of Muan & Scott, who placed false 


bottoms in their bins and then invited measurement of the 
stock in their warehouses. 


Complaint is made of omissions made by raiiroad companies 
in filling up the blank forms of reports furnished by the Com- 


mission, which often had to be returned several times before 
they were properly filled, It is said, however, that these omis- 


sions and imperfections were owing in most cases to the fact 


that the companies had not theretofore kept a 1ecord of the 
matters called for, and to the other fact that the fiscal years of 


most of them were not coincident with the year for which re- 
ports are required by the Commission, which latter ends with 


June. 


The following interesting paragraphs we copy from the re- 


port, they forming its close : 


‘**'The construction of railroads during the past year has been 
characterized by a vigor and activity similar to that which ac- 
complished so much the preceding year. Since the last report 
of the railroad companies, 1,709.68 miles of railroads have been 
brought into use, giving a grand total of 6,258.80 miles in ac- 
tual operation on the 1st day of July, 1872, and 1,587.30 in pro- 
cess of construction. 

“The average cost of the completed and classified railroads 
in the State, as exhibited by the reports of the various railroad 


companies, the mileage being 5,331.41 miles, is about $42,264.48 


per mile, making.the aggregate represented cost of those roads 
$225,329,271.31. 

“'Phe fact that our roads show such great cost cannot, as a 
rule, be traced to natural obstacles and difficulties of construc- 
tiou presented by the materials encountered, or by the contour 
of the surface of the State. On the contrary, the topography 
of the country is especially adapted to the building of railroads 
ata moderate cost. It may be safely assumed that, during the 
past 20 years, the average cash cost of constructing the rail- 


roads of the State, including their equipments, has not exceeded 


$25,000 per mile. The difference between this and the cost 
they represent has arisen in various ways, such as fictitious 
stock, sacrifices made in sale of securities, and other losses 
growing out of bad management, and unavoidable delays in the 
work of construction. 

‘* However it may have occurred, it is nevertheless true; and 
the managers of railroads are expected by the holders of the 
securities and stock to obtain net earnings sufficient to pay the 
interest on the bonded debt, and also dividends on all classes 


the estimate), and it may be fairly presumed that no other 
State in the Union possesses equal facilities for the transporta- 
tion of persons and property so uniformly distributed through 
its territory.” 

An additional report is made relating the history of the case 
against the Illinois Central Company for violation of the law 
limiting passenger rates, the deeision of which, denying the 
validity of the law, was made a few days after the main report 
was presented. Messrs. Koerner and Hammond reargue the 
case briefly, and claim that the Legislature may properly exer- 
cise the judicial function of deciding whether rates are extor- 
tionate, because the Constitution of the State specially assigns 
it that function. Mr. R. P. Morgan, Jr., the third Commis- 
sioner, does not sign this additional report, and assigns his rea- 
sons therefor, which are that the Commission was not engaged 
in the case, which was a prosecution by an individual; that he 
believes the history of the case in that additional report to be 
incomplete and imperfect ; that he considers it out of place for 
the Commission to review a judicial decision ; that the case is 
one over which the Commission has no control; and, finally, 
that the decision was not made until after the close of the 
year to which the general report refers. 


Qeneral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 














—The New York, New Haven & Hartford Company at its an- 
nual meeting at New Haven, January 15, elected the following 
board of directors for the ensuing year: William D. Bishop, 
William P. Burrall, Wilson G. Hunt, C. Vanderbilt, George N. 
Miller, Chester W. Chapin, Horace F. Clark, A. R. Van Ness, 
Henry ©. Robinson, E, H. Trowbridge, E. C. Read, Nathaniel 
Wheeler and C. M. Pond. Messrs. Bishop, Hunt, Miller, Clark, 
Van Ness, Trowbridge and Wheeler are of the old New York & 
New Haven board, und the others are of the old Hartford & 
New Haven road. Messrs. William White, of New Haven, 
Charles Boswell, of West Hartford, and William M. Vermilyea 
were appointed a board of auditors for the ensuing year. 


—At the annual meeting of the Bald Eagle Valley Railroad 
Company at Lock Haven, Pa., January 13, 1873, the following 
officers were elected for the ensuing year: L. A. Mackey, Presi- 
dent; Thomas A. Scott, Andrew G. Curtin, James Gamble, Wm. 
P. Wilson, Charles A. Mayer, Amos C. Noyes, Directors; H. T. 
Beardsley, Secretary and ‘Treasurer. The road is leased by the 
Pennsylvanis Railroad Company. 


—The officers of the New York, Boston & Montreal Railroad 
Company, formed by the consolidation of the New York, Boston 
& Northern and the Harlem Extension Companies, are as fol- 
lows: President, George H. Brown; Vice President, John Q. 
Hoyt; Directors, George H. Lrown, John Q. om Andrew 
McKinney, Henry H. Van Dyck, Joseph Seligman, Grosvenor 
P. Lowery, William B. Ogden, Moses Y. Tilden, Christopher 
Meyer, William 8. Eno, John 8. Shultze, A. A. Selover, and G. 
W. Park; Treasurer, A. McKinney ; Secretary, John 8. Shultze; 
Engineer- in-Chief, Henry A. St. John; Consulting Engineer, 
General E. L. Viele ; Solicitors, Porter, Lowery & Soren. 

—Mr. Alden B. Stockwell, President of the Pacific Mail 
Steamship Company, and fora year or two past one of the 
largest and counted one of the shrewdest operators in the New 
York Stock Exchange, has been chosen President of the Atlan- 
tic & Pacific Railroad Company in 1 ay of Andrew Pierce, Jr., 
resigned. It is unders that Mr. Stockwell, or he and his 
—— has secured a controihaog interest in this company’s 
stock. 

—At a meeting of the stockholders of the Pelham & Port 
Chester Railroad Company (a branch of the New York, West- 
chester & Boston), held January 22, the following directors 
were chosen: John Van Nest, George J. Penfield, W. R. Berg- 
holz, Allan Hay, C.D. Van Wagenen, John R. Peirce, J. F. 
Harrison, J, B. Hodgskin, C. A. Burgess, George W. Davids, 
John F. Daly, Frederick Schumacher, Alvan Higgins. 


—The following is the newly organized directors of the South 
Side Railroad Company of Long [sland : John J. Shipherd (new), 
Charles Fox, J. Boorman Johnston, Jacob R. Shipherd (vew), 
Daniel T. Willets, John D. Jones, William Floyd Jones, Elibu 


of stock, in addition to improving and adding to the capacity of | Hosford (new), H. C. Hepburn, Walter 8. Carter (new), T. D. 
pacity 


the lines as rapidly ag the growth of the country tributary to 
them demands. 
“This unfortunate excess in the cost of the roads of the 


State, as shown, should at least excite earnest and effective 
action to prevent any increase to the burdens of the public of 
asimilar nature, done in other methods (especially ifthere is 


no retrospective relief). 


“Tt may be that a law to protect the public welfare, prohibit- 
iig any road from accumulating or representing greater than a 
given value per mile, except under specified conditions, would 


iueet the possibility of fiction creeping in under other forms, 


‘appen, Geo. Wm. Ballou (new), Charles H. Dewey (new). 
The following are the newly elected officers of the Company : 
President, John J. Shipherd; Vice-President, Elihu Hosford ; 
Secretary, Charles L. Hopkins ; Treasurer, Charles H. Dewey ; 
General Manager, H. G. Smith ; Superimtendent, L. 8. Cantield ; 
Anditor, C. H. Dewey; Chief Engineer, J. C. Lane; Master 
Mechanic, Geo. H. Griggs; Purchasing Agent, Theo. Wells ; 
Superintendent of Depots, L. C. Sleight. 

—A meeting of the directors of the chien, Decatur & St. 
Louis Railroad Company was held January 21, in the office of 


; Taylor & Co., No. 446 h i " 
fictitious in all but the tithes demanded from ape We bg eoyeel elected Prislaes, and HH Porter, ¥ foc-Preai. 
called attention to these evils in our first annual report, and | gent. Messrs. Weldon and McNulta, of Bloomington, were ap- 


the importance of the subject seems to justify its renewed 


mention. 

“The total ‘— stock of the railroad companies of the 
State properly c r to Q 
their lines and property within the limits of the State : 


argeable- to, embraced and represented by, 


pointed the attorneys of the road. The following gentlemen 
compose the board of directors for the present year: Messrs. 
Johu F. Tracy, H. H. Porter and Abner Vy a of Chicago ; 
Lee A. Hall, of St. Louis; J. C. Prescott, of Indianapolis ; J. J. 
Peddecord and W. L. Hammer, of Decatur, and J. R. Means, of 


NSE eB LIRA O OLE SPURNS 5 155,199 Saybrook. Mr. Tracy succeeds F. H. Winston as President and 
Someee sock BA Se eR TEL. Cache See: Sore ees 60 in the board, which seems to have been reduced in number 
Bonded debt.........-.2..ssessceetessorssecescecccceces 111,456,325 97 | from fourteen to eight. 

Floating debt.........cccccccccceeiddocsccvcccesecccescces 8,080,178 20 —The officers of the Grand Rapids, Newaygo & Lake Shore 
Total capital represented.........sessessceeeeee $254,912,563 45 | Railroad Company are as follows : President, D. P. Clay ; Sec- 


“‘ The gross earnings of the completed and classified railroads 


are as follows : 


retary, C. Warner; Treasurer, E. P. Full D. P. 
Ciay, W. D. Foster, E. P. Fuller and L. H. Randall, of Grand 
Rapids, Mich. ; W. D. Fuller, A. Paddock and E. L. Gray, of 


From freight... ......s0qsteseses008 veo saouumeidateminatetel $39,074,594 42 | Newaygo, Mich. ; J. W. Converse, of Boston, and C. Warner, of 
From passeDgera......0e.seescececees ee cents eesceencs 10,155,164 06 | Chicago. 
From mails, express and miscellaneous................ 2,997,669 57 


Metal......-ocacrogicbasdcivierissawnceBeuvecee $43,227 488 04 
“The average proportion of the expenses for maintenance 


and operating, to-be deducted from gross earnings, is 65.60 per 
cent. 

“The average gross earnings per mile per annum were 
$8,108.06. 

“The a¥érage net earnings per mile were $2,789.18, 

‘* With a view of presenting in a comprehensive and also de- 
tailed form the railroad facilities of the State, with reference to 
the agrictltural and general interests, the 
cénaed a table to be prepared, exhibiting the amount of land 
. railroad ; 

stween 10 


dmeach county of the State lying within 5 miles of 





tween 5 and 10 miles ; 4 per cent. between 10 and 15 miles, and 
14 per cent. between 15 and 20 miles.and-over- 7 
*To such advantages add those which are presented . by the 
lake, navigable rivers, canals and slack-water navigation of the 
State (also the railroads adjoining its border, included in 


Commissioners 


—tThe officers of the Mount Alto Railroad Company are: J.S. 
Waterman, President; W. J. Barr, Secretary and Treasurer ; 
George B. Wiestling, Engineer and Superintendent. The Sec- 
retary’s office is at No. 407 Walnut street, Philadelphia, and that 
of the Engineer and Superintendent is at Mount Alto, Pa. 

—Mr. William H. Gatzmer has been appointed Consulting 
Manager of the Lehigh Valley Railroad. Mr. Gatzmer was 
long connected with the Camden & Amboy Railroad, and was 
for several years President of that com _ He is widely and 
favorably known both as an efficient radio man and a citizen 
of high character and standing. 


—At a meeting of the directors elected by the consolidation 
of the Mississippi Valley & Western Railway nara the 
Mississippi Valley Railroad woyy,! and the Clarksville & 
Western Railroad Company, held at Canton, Mo., January 20, 
1873, the'articles of consolidation of the three companies were 
duly ratified, confirmed and si, by the respective presi- 
dents, and the name of the consolidated company was made the 
| Mississippi Valley & Western Railway Company. The direct- 
ors are : Hon. John B. Henderson, St. Louis; John O. Ro 
Clarksville, Mo.; Col. J. T. K. and C. O. Godfrey, 
Hannibal, Mo. ; Henderson Davis, Nat Rollins and J. W. Whip- 
ple, Canton, Mo, ; Col, E. Pratt Buell, Warsaw, IL, and George 
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Edmunds, Jr., Sonora, Ill, The officers elected are: Col, J. T. 
K. Hayward, President ; Col. E. Pratt Buell, Vice-President 
and General Manager; Henry Root, Treasurer; Nat Rollins,. 
Secretary, and Hon. George Edmunds, Jr., Counsel. Finance 
Committee, Col. E. Pratt Buell, Hon. George Edmunds, Jr., 
and Col. J. T. K. Hayward. The officers appointed by the 
General Manager are as foliows: J. W. Mig Assistant 
Superintendent and Assistant Engineer ; W. F. tor, Assist- 
ant Treasurer and Cashier; Chas. H. Spencer, General Freight: 
and Ticket Agent ; Nat Rollins, Attorney; A. R. Pippitt, Train 
Dispatcher ; John 8S. Pickering, Master of Machinery, and John: 
A. Hamilton, Road-Master. 

—At the annual meeting of the Lehigh Valley Railroad Com- 

any, January 21, Charles Hartshorne, William W. Longstreth, 
Willam H. Gatzmer, J. Gillingham Fell, William A. Ingham 
Joseph Wharton and George B. Markle, of Philadelphia ; avid 
Thomas, of Catasauqua, Pa.; William L. Conyngham, of 
Wilkesbarre, Pa.; Ario Pardee, of Hazleton, Pa. ; Ashbel 
Welch, of Lambertville, N. J.; aud John Taylor Johnston, of 
New York, were chosen directors. Messrs. Wharton and Mar- 
kle are new directors, replacing Messrs. E, H. Trotter and E. 
Roberts, of Philadelphia. Hon. Asa Packer was re-elected 
President, and Charles Hartshorne, Vice-President. 


—Hon. Ezra Cornell has been elected President of the Utica, 
oe . Elmira Railroad Company, in place of General Burt, 
r) n. 


—Mr. George F. Gage, formerly Superintendent of the Read- 
ing & Columbia Railroad, has been — Superintendent of. 
the Huntingdon & Broad Top Railro 

—Mr. D. H. Winton, formerly Master of Transportation, has 
been appointed Assistant Superintendent of the Kansas City,. 
St. Joseph & Council Bluffs Railroad. 

—At the annual meeting of the Colebrookdale Railroad Com- 
pany, held at Philadelphia, January 20, the following officers 
were elected: President, Joseph 5S. a ; Directors, P.. 
Brendlinger, R. B. Cabeen, John C. Smith, J. 8. Bell, Dd. J. 
Brown and W. A. Church ; Secretary, Howard Hancock ; Treas-- 
urer, John Welch. 

—The Illinois & St. Louis Railroad & Coal Company has: 
elected the following board of directors for the ensuing year : 
J. 8. McCune, Adolphus Meier, Robert Campbell, James Clark. 
N. Schaffer, J. W. rach, John A. Lackey, Joseph Ogle, Russell 
Hinckley, tin Herr, Gustavus A. Koerner, Philip Schuck,, 
Jefferson Rainey, 8. B. hentchler and 4. F. Switzer. 

a Buckminster, of Keene, N. H., has been appointed 
Railroad Commissioner of New Hampshire temporarily, to sup- 
ply the place of C. P. Gage, of Nashua, who is sick. The ap-- 
— is good only.until Mr. Gage shall be able to resume: 

is duties. 

—The Baltimore, Catonsville & Ellicott City Railroad Com-- 
pany held its annual meeting in Baltimore, January 16, and 
choose the following board of directors for the ensuing year: 
Thos. Baumgardner, George K. Reid, John A. Sheaff. and Johm 
M. Barry, all of Lancaster, Pa.; Solomon King, of Baltimore ; 
John C. Sullivan, of Catonsville, and Daniel J. McCaully, Mayor 
of Ellicott City. The new board then convened and clected the 
following officers: George K. Reid, President; Join Glenn, 
Treasurer ; William 8. Shoemaker, Chief Engineer ; and John 
M. Barry, General Superintendent. 

—The name of the new Assistant Su 
Paul & Sioux City Railroad is T. B. 
Bennett, as previously reported. 
Sioux City, Iowa. 

—Mr. Allen McCoy has been appointed General Freight 
Agent of the International & Great Northern Railroad; in place 
of Juhn Libson, resigned. His office is at Houston, Texas. 


rintendent of the St. 
urnett, and not J. B. 
His headquarters are at 








PERSONAL. 





—S. W. Dorsey, the recently elected Senator from Arkansas;. 
is President of the Arkansas Central Railroad Company. 

—W. D. Ward has resigned his position as Chief Engineer of 
the Winona & St. Peter Railroad. 

—Mr. A. E. Touzalin, late General Passenger Agent of the Bur- 
lington & Missouri River Railroad, on leaving that road to ac- 
cept his present position on the Atchison, Topeka & Santa Fe 
road, was presented by his friends with a verv ha 
watch and chain, the watch alone being valued at $500. 

—Mr. Washington Butcher, for many years a director of the 
Pennsylvania Ruilroad Company, and for some time recently 
acting President of the American Steamship Company, died at 
his residence in Philadelphia, January 8. 

—Mr. Charles K. Pemberton, who has been an engineman 
on the Boston & Maine Railroad for 35 years and was the oldest 
engineman in New England, died at Great Fails, N. H., Janu- 
ary 24, after a long and severe illness. 








TRAFFIC AND EARNINGS. 





—The earnings of the Erie Railway for the week ending Jan- 
uary 15 were : 1873, $357,124 ; 1872, $345,590 ; increase, $11,534, 
or 3} percent. 
~—The earnings of the St. Louis & Southeastern Railway 
(consolidated) for the second week in January were $18,290. 
The ice blockade in the Ohio River still obstructs navigation. 


—Tho earnings of the Kansas Pacific Railway for the second 
week in January were: from passengers, $13,270.85 ; freight, 
$18,153.76 ; mails, $2,055.31 ; total, $33,479.92. Ofthis amount 
$2,567.48 was for transportation of troops, mails and govern- 
ment freight. 

—The receipts of the Great Western Railway of Canada for 
the week ending January 3 were: 1872, £17,551 ; 1871, £17,080 ; 
increase, £471, or 2} per cent. 

—The receipts of the Grand Trunk Railway of Canada for 
the week ending January 4 were : 1872, £28,900 ; 1871, £33,000 ; 
decrea se, £4,100, or 124 per cent. 


CHICAGO RAILROAD NEWS. 
Chicago & Pacific. 


This company completed just 18 miles of its road west from: 
this city before the first day of January. Since that date the 
cold has been so severe as to interfere with work. The present 
terminus of the road is 3 miles east of Roselle. Work will not 
be resumed until the frost is out of the ground. There is still 
some grading to be done just this side of Elgin ; but it is small 
in amount, and can be done in ten days. The company has all 
the material on hand to complete the road to Elgin, and expects 
to be able to finish it within 30 days after work is resumed in 
the spring. A passenger car and a locomotive have carried 
passengers over the finished portion of the road several times 
already. 

The Storm. 

The great snow-storm last week interfered with all the rail- 
roads centering in Chicago, more or less. The through trains 
on the Chicago, Burlington & Quincy were not delayed, since 
they run with but short intervals, and.a snow blockade at Men- 
dota, which lasted a day and a night, stopped only the local 
trains. On the Burlington & Missouri River road, a blockade 
occurred about a mile in length, where the snow was from 6 te 
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i4 feetin depth. The Chicago & Iowa road was badly blocked 
with snow for a day or two, seriously interfering with the 
through trains on the Iowa Division of the Illinois Central. 
The liinois Central missed but one train. The Michigan Cen- 
tral, the Lake Shore & Michigan Southern, and the Pittsburgh, 
Port Wayne & Chicago ran their cars as usual, with only some 
delay in their arrivals. The Chicago, Rock Island & Pacitic 
and the Northwestern also came out of the storm with only 
slight delays. 

Chicago, Danville & Vincennes. 

This company has just issued orders for the construction of 
600:new freight cars and 10 new locomotives, of the first class, 
which are ali to be completed before the first day of May next. 
The company has now more business than it can do, and has 
already become, in the business of freight transportation, a 
tirst-class road. Its business, both in the transportation of 
coal and of grain, has very largely increased. The road is well 
built and is destined to do a very large business, 
which the company is preparing for by an _ equip- 
ment to meet the demand. The new  rounc-house 
near Brighton in this city was occupied last wecek, 
The machine shops at Danville are finished and will be occu- 
pied next week. ‘The injunction against the acquisition of the 
property for a freight and passenger houge in this city has 
been dissolved ; the company have had the old buildings re- 
moved from the site, and will commence immediately the con- 
struction of a freight house, which will be 260 by 80 feet im size, 
and is bounded by Carpenter, Fuiton and Morgan streets. The 
walls will be of brick, and the structure will be completed at an 
early day in spring. The passenger house will not be com- 
menced until some time in summer. 

Chicago, Burlington & Quincy. 

This company, together with the Chicago & Iowa, has moved 
its several offices into the building on the corne: of Michigan 
avenue and Randolph street. The second, third, fourth and 
fifth stories are used. Each floor 1s separated into two sec- 
tions by a wide ball. President Walker occupies the front 
room on the first fluor, with his Secretary. ‘he rooms are 
finely carpeted. Next is the office of the General Superintend- 
ent, Robert Harris. Next comes the office of the Assistant 
General Superintendent, Mr. W. B. Strong. Next to this is 
the telegraph oftice. Room 5 is devoted to the uses of the 
General Freight Agent, General Wadsworth. Room 6 is the 
otlice of the Paymaster and Receiving Cashier. ‘The next room 
is the private oftice of the Treasurer, Mr. A. T. Hall. All the 
offices on this floor are carpeted and fitted with elegant furni- 
ture. The third floor has the offices of the General Ticket 
Agent, the offices of the Chicago & Iowa road, Purchasing 
Agent and Anditor. ‘The fourth floor has the conductor's 
room, car department and Chief Engineer’s offices. ‘The fifth 
story is occupied by the Freight Auditor, his clerks and the 
Stationey, 


Chicago, Rock Island & Pacific. 

On tne 17th ult. Congress finally passed a bill providing that 
the title to the lands in the State of Lowa, heretofore approved 
and testified by the Department of the Interior for railroad 
purposes, to aid in the construction of a railroad from the city 
of Davenport via Iowa City to Council Blutis, under the grants 
made by Congress, according to the adjustment thereof made 
at the General Land Office, shall be contirmed to the Missis- 
sippi & Missoun Rai Company, and the Chicago, Rock 
Isiand & Pacific Railroad Company and their assigns, the cor- 
porations to whom the lands were certified. This act is to be 
construed as conveying only any reversionary or other interest 
which the United States may have in the lands, and all lands 
settled upon in good faith and now occupied by homesteads or 
pre-emption settlers are co be excluded trom its operations. 


Chicago, Decatur & St. Louis. 

At the annual meeting of this rane ary J in Chicago, January 
21, the time of fultiliing the contract ;let to Snell, Taylor & Co., 
for completing the road from Bremen to Decatur, Lil., was ex- 
tended to January 10, 1874. Active operations, it is reported, 
will be commenced at once. Considerable grading has been 
done on the northern end of the line, about 25 miles having 
been completed or nearly so before the Chicago fire. 


Michigan Central. 

This road, with its double track and immense net-work of 
of roadin Michigan, brings more freight to Detroit than the 
Grest Western and Grand Trunk together can carry off. The 
accumulation of freight at Detroit threatens to be so large that 
the company is ebliged in this city to refuse freight which it 
might otherwise take. This company has added 57 new engines 
within the past year, and has done allin its power to aid the 
Canada roads to remove the accumulated freight. For in- 
stance, it has loaned the Grand Trunk 6 engines’ and several to 
the Great Western. But these roads lack the necessary sidings 
to enable them to pass the increased number of trains rapidly. 
The Canada roadsare also hindered by the delay in the con- 
struction of the International Bridge at Buffalo. This bridge 
has all its piers buiit but two, and it is expecyed now that it 
will be completed about the first of July. Lhe English board 
of directors of the Great Western have awakened to the con- 
viction that they must do something to relieve the freight em- 
bargo at the West, aud have recently voted to put down, next 
summer, a double track from Glencoe to Detroit. The Michi- 
gan Central road could remove 1,500 tons of grain per day if 
it could get back its cars from eastern points more quickly. 








ANNUAL REPORTS. 


Old Colony. 

The annual report of this company for the year ending Sep- 
tember 30, 1872, gives the following statement of its business 
for the year. The earnings were : 














FLOM DORSGRROUN, «oo. ncasciacaconsenrsonenrediccesscneses $1,141,832 43 
4M  “MeIgHE. 0.2 ccccceccesccencsocce moliehaen <enansienathh 644,167 90 
8 CXPPOSB. 20.002 cccccccccccccccccsecccescssccce coe 62,960 41 
8 POMTB. ccc doccccccccccscesecscvescessscccres cocscces 26,385 86 
6 MRE. cnvtte s0nctaetcsée stbesassgesereaceicosuaens 15,327 U1 
© miacellamedus.... .ccccccccscrece Seevdicccenaseeshe 6,764 48 
POU CUM saniccdscccnccrttbeettwccassaoncesd $1,897,438 09 
The expenses were ; 
Passenger department..........02 sseseee $186,907 23 
Merchandise department.......... .-.0e0+e 200,431 57 
Locomotive department........-+..0..006- 310,418 47 
ee | rere 302,965 08 
Goenetel CEPOMROR. <.. cevccescesccsscacesnes 144,755 69 
MisCGBROONG is ocnn ts dtssatnwbrccsdin<cintts 57,265 28 
Slate, city and town taxes ....... ei eke mae 64,445 23— 1,267,188 55 
WROE COTM ons s vss cdi ccdcesccccticdeseces $630.249 54 
Balance of income per last report. ...........0..ssee0s 485,039 63 
Gobel. ti:usesedeastedds tise dees $1,115,289 17 
Interest on bonds and debt... ............ $205,287 44 
‘Two dividends, one of $3 and one of $3.50 
per share........ $aescnceoseserseccresvess 825,000 00 : 
United St0008 18.0.6 cscccnscsscesccccscccs 3,846 15— 534,133 59 
Balance of income account.............. cooeee. $561,155 68 


The increase in gross receipts over the preceding year 18 
$225,959.58, or 134 per cent., and the increase in net earnings 
$31,013.66, or 5 per cent. The increase in freight and passen- 








ger trafic was nearly uniform, and there was a small ase | 


in the items of express, mails and miscellaneous. The gross 
—_- were at the rate of $12,566 per mile. The expenses 
w-re about 66} per cent. of the gross earnings. 

The number of miles run during the year by passenger trains 
was 740,661; freight trains, 326,959; miscellaneous trains, 43,- 
355 ; total, 1,110,675 miles, being au increase over the preced- 
ing year of 120,013 miles. The trains carried during the year, 
3,711,345 passengers, equivalent to 50,820,108 passengers car- 
ried one mile; and 510,434 tons of freight, equivalent to 13,934,- 
137 tons carried one mile. Only two passengers have been in- 
jured during the year, and those by their own carelessness. 
‘he cost per train mile was $1.14 as against $1.08 in 1871. Five 
locomotives, 16 passenger and 146 freight cars have been added 
to the equipment. The coal traffic of the company, stimulated 
by a decrease in rates, increased from 46,960 tons in 1871 to 
83,284 tons last year. New wharves and coal pockets are to be 
put in at Fall River to accommodate this growing traffic. 

The earnings of the Cape Cod Division, which were given 
separately for last year, were $321,798.38 ; expenses, $235,160.83, 
or 73 per cent. of earnings ; net earnings, $86,637.55. These 
earnings were at the rate of $4,022 per mile. 

The main line extends from Boston to Newport, R. L., 67.79 
miles, with aloop line from South Braintree to Somerset Junc- 
tion, 37.60 miles, a line from South Braintree to Piymouth, 
25.94 miles, and several short branches, yes J the aggregate 
mileage 150.71. There are 113 miles of double track and 39 
miles of sidings. ‘The Cape Cod Division extends from Middle- 
boro to Wellfleet, 71.62 miles, with branches to Wood’s Hole, 
17.54 miles, and to Hyannis, 4.90 miles, in all 94.06 miles. The 
Wood’s Hoie Branch was open for only two months of the year. 
An extension from Welltleet to Provincetown, 14 miles, is now 
under contract. 


Oentral of Georgia. 


The thirty-seventh annual report of this company gives the 
earnings of the main line and leased roads as follows : 


RN ON cin ciaic ccc nd cacsacoeediadeecsccesecd $1,656,153 70 
ee ee ee Dee re. 896,155 86 
Macon & Western Hailroad ............000 seccccccccses 706,616 85 

akcas: abitncannh onto «cab nondbhbmanknarecianen $3,258,925 41 
Expenses, Central Railroad............... $966,845 09 
Southwestern 


IE ois isha dks cascdrcesssocnelaeeeenaaal $1,142,484 49 
rrr $102,305 00 
Rent, Augusta & Savannah Railroad...... 73,000 00 








Rent, Eatontown Branch... 14,000 Ou 

Dividend, Central........ 250,000 00 

Dividends, Southwestern..... . 869,688 00 

Dividend, Macon & Western .. 125,0.0 00— $933,993 00 

CLT. cc cckcchctaane ase: shusaieavawehaeencenthsaad $208 491 49 

Mv iscan, necks an ones betaaananale 43,516 56 
LE TAL SE CCRT: $252,008 05 


The working expenses were about 65 per cent. of the gross 
earnings, and the gross earnings were at the rate of $4,903 per 
mile. ‘Lhe report states that the net earnings for the past year 
were not quite equal to the usual dividend, but as the deficit was 
mainly on the Southwestern Raiiroad and that company brought 
a very considerable surplus at the time of its lease, the direc- 
tors determined to declare the usual semi-annual dividend of 
$5 per share. Orders have been given for 1,000 tons of steel 
and 1,600 tons of iron rails, of which 800 tons of iron rails have 
already been delivered. 

The company purchased last spring six of the steamships 
running between Savannah and New York, and has since been 
running them. The earnings and expenses of this line from 
May 1 to the date of report had not been egg ascertained, 
but it is believed that this steamer line has been very profit- 
able. 

The company’s road extends from Savannah, Ga., to Macon, 
192 miles, and it leases the Augusta & Savannah Railroad, from 
Millen to Augusta, 53 miles; the Macon & Western road, from 
Macon to Atlanta, 102} miles; the Eatonton Branch, from Gor- 
don to Eatonton, 39 miles, and the Southwestern Railroad, from 
Macon to Columbus, with its branches irom Fort Valley to Al- 
bany and Eufaula, in all 274 miles, making a total,of 6604 miles 
of road operated. 


Atlantic, Mississippi & Ohio. 

This company, which was formed by the consolidation of the 
Virginia & Tennessee, the South Side and the Norfolk & Peters- 
burg companies, has a line from Norfolk, Va., through Peters 
burg and Lynchburg to Bristol, Tenn., 408 mules long, with 
branches from Petersburg to City Point, 10 miles, and from 
—— Springs to Salt Works, Va., 10 miles, in all 428 miles of 
road. 

The report of General Mahone, the President, for the year 
ending September 30, 1872, gives the Mien earnings as $1,969,- 
053.06; the operating expenses, $1,234,725.14, or 62¢ per cent., 
leaving the net earnings $734,327.92. The increase in gross 
earnings over the previous year was $43,625.01, or 23 § 9d cent., 
andin net earnings $97,190.57, or 153 per cent. The gross 
earnings were at the rate of $4,600 per mile. The earnings 
were derived from the following sources : 





| rere $289,923 52 
- Te Ms ixeebansinesosaneceen 182,581 87 
——— $472,505 39 
NNR as Jase ci pass cide ceawsndacdea dune tavtsksaeces 66,128 63 
Express freights, local.................- «++ $8,554 98 
- ac NR een xccsdesst -» 21,853 94 
oe 30,408 89 
Tonnage transportation, local... ........... $580,584 57 
a > through..... goamaus 757,040 15 





1,337,624 72 
Passenger fares on trains. . Mase ted 469 15 
Hire of equipment........ Ain a eee 43,608 20 


Storage and demurrage 4% 
Material trains ....... .. jawasenee 8,529 70 
re iri rere eee 14,774 17 


SN 04:55 50d bccasedcsdvddesenercesbicnal $1,969,053 06 
Divided as follows : 
Norfolk & Petersburg Division ......... $376,531 22 
South Side Divisios.... ......:sccccsrcess 528,044 85 
Virginia & Tenuessee Division........... 1,064,476 99 
- ——— $1,969,053 06 





The expenses were for the following purposes : 


For Road Department...........sccccccccces $252,298 41 
For Machinery Department.................. 248,772 65 
For Transportation Department............. 582,998 17 
For Treasury Department......... ......... 150,654 91 
————— $1,234,725 14 
Divided as follows : 
Norfolk & Petersburg Division.............. 230,496 12 
a Seen 309,396 80 
Virginia & Tennessee Division.............. 694,832 22 


————— $1,234,725 14 


Of the 428 miles of the road, the Norfolk & Petersburg Divis- 
ion has 81, the South Side 133, and the Virginia & Tennessee, 
214. The earnings per mile for the Norfolk Division were nearly 
the average o: the whole road, while the South Side earned only 
$4,060 per mile and the Virginia & Tennessee, $5,070—consider- 
ably over the average. The cost per mile of revenue trains was 


48.77 cents against 58.61 cents the preceding year, showing a | 


decrease of nearly 17 per cent. 

A large amount has been expended on the road in ballasting, 
grading, filling up trestle work and putting in new rails. The 
machine shops at Petersburg have been enlarged, several new 


depots built, and on the Virginia & Tennessee Division nearly 
all the bridges have been renewed. Three locomotives, one 
mail and = and 148 freight cars have been added to the 
rolling stock. 

‘Lhe work of oumaing the proposed extension to Cumberland® 
Gap has been completed and measures taken to secure the co- 
an of the companies which are constructing the lines 
through Kentucky to the same point. 

Lehigh Valley. 

At the annual meeting of this company held in Philadelphia, 
January 21, it was stated that the income from all sources, in 
cluding interest and income from coal lands, was $6,434,915, the 
working expenses $3,869,687, arid the net income $2,565,228, 
The total coal tonnage for the year was 3,877,179 tons, of which 
27,061 tons was bituminous coal, and 3,850,118 tons anthracite. 
The total coal tonnage for 1871 was 2,781,509 tons, showing an 
increase last year of 1,068,609 tons, or 38} per cent. ; 

The road extends from Easton. Pa., to Wilkesbarre, 101 miles, 
with branches from Penn Haven to Audenried, 17} miles, Penn 
Haven to Hazleton, 31} miles (including coal branches), Black 
Creek to Mount Carmel, 584, and Hazieton to Milnsville 17 
miles, making in all 225 miles of road. It is extended from 
Wilkesbarre to the Erie road at Waverly, N. Y., by the Pennsyl- 
vania & New York road, which though built and worked by a 
distinct corporation is substantially owned by the Lehign Val- 
ley Company. 

The capital account at the close of the fiscal year is as follows: 
Stock, 429,376 shares, par value.... owe seees 
op for installments received. ... 

Hazleton Coal Co. bonds, overdue 
ST OG i ig c5k chs 0006 icasenss 

Six per cent. bonds due 1898... ...2..ccccees cccccccscees 
Seven per cent. bonds due 1910.............0. 





$31,923,630 
This — account is about $141,883 per mile. There is no 


floating debt. The usual quarterly dividends amounting to 
ten per cent., per annum, were paid during the year. 


West Chester & Philadelphia. 

The earnings of this road for the year ending October 31, 
1872, were: from passengers, $212,892.01 ; freight, $116,195.82 ; 
miscellaneous, $8,751.70; total, $337,839.53. The expenses 
were $207,210.93, or 614 per cent. of the receipts, and the net 
earnings were $130,628.60. The gross earnings, which were at 
the rate of $9,517 per mile, showed an increase of $21,489.74, 
or 63 per cent.-over the preceding year. The road carried 
821,911 passengers and 93,448 tons of freight during the year. 

An agreement has been entered into between the preferred 
and common stockholders to consolidate the stock on the basis 
of three shares of consolidated stock for two of the old pre- 
— and one share of new stock for one of the old common 
stock. 

A new Howe truss bridge has been erected over Chester 
Creek, west of Rocky Run, and the new iron bridge over Ches- 
ter Creek near Glen Mills has been completed. Four hundred 
and twenty-five tons of new rails haye been laid during the 
year. 

The road extends from Philadelphia to West Chester, 264 
miles, and the company leases the West Chester Railroad, from 
West Chester to the Pennsylvania road, 9 miles, making 354 
miles of track worked. 


North Pennsylvania Report. 

At the annual meeting of this company in Philadelphia, Jan- 
uary 13, the President’s report for the year ending October 31, 
1872, was presented. The receipts and expenditures for the 
year were as follows : 











IE ins cana achiarinacentetinceatesseuncdeseul $1,336,938 36 
MOOG oon 0s cc ccnc cree onccstesersssessnccss itil alenin 732,829 27 
Net earnings............ Sriin soldat capi ewok ona aah $604,109 09 
RNA 3.02.0 ons oc neeunnenetaseueasaneennus 346,624 78 
NR iets tid Reeeaabet a Jeee i acan ss ceeceesesece $257,484 31 


This balance of net profit is about 7} per cent. on the capital 
stock of the company. The interest account includes interest 
on bonded debt and on mortgages, ground rents, State and 
municipal taxes. The gross earnings for the previous year 
were $1,178,200.23, and the net earnings, $530,541.29, showing 
an increase last year of $158,738.13, or 134 per cent., in gross 
earnings, and $73,567.80, or 135 per cent. in net earnings. The 
expenses for the last year were 54} per cent. of the gross earn- 
ings. The gross earnings were at the rate of $19,661 per mile. 
ia sources from which the earnings were derived are given as 
follows : 








EM icchsstcccenseeaacehecmpackheswesicss! kipateies $452,187 26 
DECUssicnks tebdectsscschbetosecaaween a nba’ 600,678 89 
| GER Kh chee ecakisencbheatatndnheeaimhaes aaa 268,618 25 
ES ee rae eye re Sateen bieeaamae 4,800 00 
POUND aiden iraclenscscescchesces vevssbuccoebegs 10,653 96 

itis Ca Adiicliniadt sdkiseckeeoowibebadausbliatea $1,336,938 36 


Of the freight receipts, $276,135.15 was from local and $324,- 
— from through freight. The expenses are given as 
follows: 





TE oe cnca wannceescsecens apeieoasdnekite $176,229 17 
ES enc eck i kesdacebne.é see, baeseecaeennes 206,693 42 
Maintenance of cars......... ‘ 77,840 74 
Conducting transportation 240,111 37 
General expenses. .......-....sececees 31,954 57 

ET Tea RR nT rs $732,829 27 


The railroad owned by the company extends from Philadel- 
= to Bethlehem, Pa., 55.6 miles, with branches from Lans- 

ale to Doylestown, 10.3 miles, and from Hellertown to Shimer- 
ville, 1.8 miles, in all 67.7. About 22 miles of this is double 
track and there are also 21 miles of sidings. 


Cleveland & Pittsburgh. 


The annual meeting of this company was held in Cleveland, 
O., January 2. The report of the President stated that the re- 
ceipts on account of rental interest and sinking fund were 
$1,030,121 and the disbursements $1,028,153, leaving a balanes 
of $1,968. Good progress has been made in adjusting the 
business of the company, which was unsettled at the time of 
the lease to the Penusylvania Company. The expenditures on 
this account were $88,522.27, and the receipts, for balances of 
old accounts, interest on mortgages, etc., were $23,161.67. 
Delaware. 

The twenty-first annual meeting of this company was held at 
Dover, Del., January 9, and the directors submitted a statement 


of the operations for the year ending October 31, 1872. The 
earnings and expenses were as follows : 





Se, ARSE ay a a  erre nee ae $448,841 22 
PP CLEA ith de os toda ies oenccoct cic ces ceseuewenian 327,654 09 
De PO eT ee Ee POT EIN OE OTe $121,187 13 
Dividends and interest paid by lessees, less rents re- 
ceived by them for branch roads........ ...2...0..2.-- 128,795 04 
ee $7,607 91 


The earnings were derived from the following sources : 
| freight, $302,831.60; passengers, $138,014.16; mails and mis- 
| cellaneous, $7,995.46 ; total, $443,841.22, The increase in earn- 


expenses for the year were about 73 per cent. of the gross re- 
| ceipts, and the receipts were at the rate of $4,534 per mile. The 
road, which is leased and operated by the Philadelphia, Wil- 
mington & Baltimore Company, extends from a junction with 


| ings over the preceding year was $7,420.41, or 1} per cent. The 
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that roadsouth through the whole length of the State to Del- 
mar, on the Maryland line, 83 miles. It owns branches from 
Townsend to Massey’s, 9 miles; Seaford to the State line, 6 
ov and Clayton to Smyrna, 1 mile, making in all 99 miles of 
Toad, 
Md., and has several tributary branches, owned by independ- 
ent companies, which bring to it pretty much all the trade of 
Delaware and the Eastern Shore of Maryland which is carried 
byrail. A very large portion of this consists of fruit and vege- 
tables shipped to New York and Philadelphia markets. 


Boston & Lowell Report. 


The annual report of this company shows that the traffic re- 
ceipts for the year ending September 30, 1872, were $1,293,- 
969.67, and the traffic expenses $962,316.66, or 744 per cent. of 
the receipts, leaving the net earnings $331,653.01. ‘The increase 
of traffic revenue over the previous year was $88,338.25, or 7 per 
cent. Dividends amounting to 8 per cent. were paid during the 
year, which required $178,720.00, and a balance of $11,859.99 
was carried to the sinking and contingent fund. For interest, 
$39,456.30 was paid; interest on scrip, $1,980.00, and rents. 
$90,636.72. Under the resolution passed at the annual 
meeting last year, $1,000,000 of bonds has been 
issued, and $686,500 of this amount has been gold at 
a premium of 6 per cent., yielding a bonus of $41,190. 
These bonds bear 7 per cent. interest. During the year, 928,- 
000 tons of freight has been hauled, and the number of passen- 
gers carried is equivalent to 37,000,000 passengers carried one 
mile. The earnings were at the rate of $18,485 per mile. 
Agreements have been made to lease the Petersborough Rail- 
road, which isan extension of the Wilton Railroad to Green- 
tield, N. H., 10 miles, and also to lease the Middlesex Central 
Railroad, an extension of the Lexington Branch to Concord 
and a contract has been made with the Massachusetts Central 
to furnish that road, when completed, terminal facilities in 
Boston and the use of a track from Boston to Somerville or 
Arlington. These contracts were submitted to the stockholders 
at the annual mecting. : 


Philadelphia, Wilmington & Baltimore. 

The report of this company made at the recent annual meet- 
ing gives the receipts and expenditures for the year ending 
October 31, 1872, as follows : 
Receipts 


$2,399,908 58 
Expenses 


1,691,673 28 


NE as as Seb Riese cengteseeneeene eae $1,208,235 20 
Balance, November 1, 1871.......2. s2.0 secceees atone 494,8r9 23 
$1,703,124 43 
IO oinicinas se pencesnedsceostesedccceaban 445 07 
Two dividends, each 4 per cent .... 930.218 15 
Losses in various ways ...........-- 17,982 78 
Amount to renewal tund for 1873 000 








It is extended by the Eastern Shore road to Orisfield, | $6,500 


of the Hartford & New Haven Company. The act authorizing 
the consolidation limited the capital of the new company to 
$15,500,000, the sum of that of the two companies, that of the 
New Haven being $9,000,000 and of the Hartford Company, 

,000,000. In order to equalize the stock it was arranged that 
one share of the new stock should be issued for each share of 
the old, and any further interest which the Hartford & New 
Haven stockholders were entitled to should be paid for in cash. 
The Hartford & New Haven poe we also owned 2,000 shares 
of its own stock, which was purchased by the new company at 
its market value and is now held as an asset. The whole 
amount in cash paid to the Hartford & New Haven stockholders 
was $650,790, or $10.33 to each share. The outstanding bonded 
debt is $1,641,500.00, of which $2,000 is past due, $580,000 is 
due in 1873, and the balance, $1,059,500, in 1875. 


Baltimore & Ohio. 


The earnings and expenses of this road, including the lines 
worked in Ohio and the Parkersburg Branch, for the year end- 
ing September 30, 1872, were as follows : 





EY. kdb ntienkechackbonanheenesbeddeaminmnnntnnttie $13,626,677.31 
ETE BAER IA ES HEEL RTS 8,367,474.99 
Net earnings............ shih ahs debeeheenbecennet $5,259,212 32 


The expenses were about 614 pe cent. of the earnings, and the 
earnings were at the rate of $14,860 per mile. ‘The earnings for 
the preceding year were $12,557,529.42, showing an increase last 
year of $1,069, 147.89, or 84 per cent. ‘he earnings of the main 
stem and branches, excluding the Washington and Parkersburg 
branches and the Ohio lines, were $10,654,471.62 ; the expenses, 
$6,122,399.93, or 574 per cent., and the net earnings, $4,532,- 
071.69. The earnings of the main line were thus at the rate of 
$23,468 per mile. 

Union Pacific. 

The report to the Government made by this company for the 
ear ending June 30, 1872, which has recently been made pub- 
ic, says that subscriptions: have been received for 367,830 

shares ata par value of $36,783,000, on which there has been paid 
in the amount of $36,762,300. There was received from the 
transportation of passengers for the year, the sum of $3,067,- 
808 ; from the transportation of freight, $4,122,651; and from 
miscellaneous sources, $771,711. The entire cost of the road, 
the unadjusted balances with contractors iucluded, is, including 
fixtures, $114,258,535. The indebtedness of the company is 
$75,894,512, including $27,237,000 of first-mortgage bonds, and 
$27,236,512 United States loan. 


Oentral Pacific. 

The report made to the Government for the year ending June 
30, 1872, has the following information : The amount of stock 
subscribed is $59,644,000, and the amount actually paid in is 
$54,283,190. The amount received for the transportation of 


— ——_ 1,192,646 00 ssengers for the year is $3,620,519 ; for transportation of 
ow ~ | freight $5,753,246. The expenses of the road for the year are 
Balance for new fiscal year.............000. ssesee $510,478 43 | $4.317,332.32. The indebtedness of the company is $80,900,132, 


The earnings for 1871 were $2,762,541.12, showing an increase 
last year of $137,467.46, or 5 per cent. The earnings for 1872 
were at the rate of $28,712 per mile. Of the earnings, $1,633,- 
214.78 was from passengers, and $1,148,429.68 from freight, the 
remainder being from rents, mail and miscellaneous 
sources. The pom items of expenditure were: 
for repairs 0 road, bridges and _ fences,  $211,- 
622.81; repairs of locomotives, including $27,500 for 
new locomotives, $124,022.77 ; repairs of cars, including $56,- 
522°95 for new passenger and $83,970.00 for new freight cars, 
$283,064.53 ; fuel, $118,370.83; passenger department, $265,- 
734.57; freight department, $261,663.84; taxes, $76,232.70. 
The expenses were 58} per cent. of the gross receipts. — 

The total cost of the new Darby Improvement is given as 
$1,472,652.96, and that of the new terminus on the Delaware at 
Washington avenue, Philadelphia, as $76,400.06. Including 
these sums, the total cost of the road is given as $11,890,736.59, 
and adding to this real estate, stocks and accounts belonging 
to the company, its total property is given as $14,562,059.87. 

The road is 101 miles long from Philadelphia to Baltimore. 
The company leases and works the Delaware Railroad, but the 
earnings and expenses of that road are given separately. 


New York, New Haven & Hartford. 

This company, formed August 6, 1872, by the consolidation 
of the New York & New Haven and the Hartford & New Haven 
companies, owns a railroad from Williamsbridge, on the Har- 
lem Railroad, to Springfield, Mass., 124 miles, with branches 
from Berlin to Middletown, Conn., 10 miles, from Berlin to New 
Britain, 2} miles, from Windsor Locks to Suffield, 34 miles, and 
from the main track to the freight yard at Hartford, one mile, 
making in all, 140 miles of road. ‘The company also leases the 
New Haven & New London road, 50 miles long, between the 
two places named, and leases the right to run its trains over the 
Harlem Railroad from Williamsbridge to the depot in the city 
of New York, 12 miles. . 

The operations for the year ending September 30, 1872, have 
been as follows, excluding the receipts from the Shore Line 
Division (New Haven & New London road) which are ‘given 


separately. The earnings were : 
From Passengers........2.cccccccccccccccccccscccccoscces $2,803,144 81 
PrOM GOIGRL......cccccsccccocccoscccecses cosccsoes eee 1,445,952 00 
Mails and CXpress. ........0c.cccccscccccccccccscvecccccs 125,640 25 
MiscallaMesGs... occcccccccccccce soovccesccceecese 48,816 82 
WOO». .nciiccscnssceccqncssecestisnocsantas eeaneses $4,453,553 88 
The expenses were : 5 
Repairs of road, bridges, buildings, roll- 
ing StOCK, O66. ...0.ccccccccccccoccescces $1,089,704 57 
Fael and S!0reS........ccccccccescccsccccs 278,734 95 
General expenser, wages, etc............. 973.659 44 | 
Damages and gretuities..............eeeee 32.722 22 
Insurance and telegraph.............+0-0. 10,461 62 
DREOE .ccccivnecceseneses s8ncsccec<csueces 229,717 19—$2,614,999 99 
Wink GRUNER. 65 sadccdccccsds + steconse a0 ebenenen al $1,868,553 89 


Interest 





98,744 58 


Surplus sess eee-$1,769,809 31 
The expenses were 58} per cent. of the gross earnings, and 
the gross earnings were at the rate of $30,709 per mile. Dur- 
ing the year, 983,147 miles were run by passenger and 481,763 
miles by freight trains, while 3,925,765 passengers and 892,576 
tons of freight were transported. 
The receipts cf the Shore Line Division for the year ending 4 


FOR eee ROO OR Oe eee Eee COE MHS HE eee SOEs Ceeeeees 


eee Re eee women eee Beweteseeesesoes 


tember G0, Were... .....cccccccccccccccccccvcccccccscece 446 
EXpenees..........c0scceccceveveccccccccecees $313,018 20 
Rent paid........cscccccccccccccvecccsccceces 100,000 00— 413,018 20 
Deficit for the year.......ccccccccccccccecsccccvcccccs $25,671 23 


The expenses of the division were 80§ per cent. of the earn- 
ings, and the gross earnings were at the rate of $7,747 per mile. 

The road is now Jaiu for four-fifths of its length with steel 
rails, and the remainder of the line will be laid with steel dur- 
ing the season of 1873. The equipment of the road now con- 
sists of 84 locomotives, 129 passenger, 41 baggage, 1,010 freight 
and 251 gravel and other cars. The directors report that dur- 
ing the coming year additional accommodation be provided 
for passenger business at New Haven and several other —— 
and additional freight accommodations in New York. @ ar- 
rangements for using the Grand Central Depot in New York 
have been completed, and all haulage of cars by horse power is 
now avoided. ; 

Under the agreement of consolidation the capital stock was 
to be divided, in the proportion of 57 per cent. to the stock- 
holders of the New York & New Haven and 43 per cent. to those 


including $27,855,680 United States Government bonds, $25,883,- 
000 of first-mortgage bonds of the Central Pacific Railroad 
Company, and $9,153,000 of land bonds. 








OLD AND NEW ROADS. 
South Side of Long Island. 


The company bas made an authoritative statement of the 
change of control, in which it is said that the purchasers are 
anonymous clients of Jacob R. Shipherd & Co., including capi- 
talists in New York and Boston, who secured the control only 
by negotiating for a majority of the shares of the principal 
holders, leaving all of the latter still large shareholders. The 
report that Oliver Charlick was the prime mover in the change 
is denied. In the new directory six of the thirteen members 
are new men—John J. Shipherd, Jacob R. Shipherd, Elihu Hos- 
—_ Walter S. Carter, George William Ballou and Charles H. 

lewey. 

It is reported that under the new management the company 
will make its employees virtually its partners, by dividing 
among them a fixed per centage of the year’s profits in addi- 
tion to their salaries. 


Des Moines Valley. 


The committee of aabeneotanes bondholders announces that 
the agreement between the holders of the first and second- 
mortgage bonds of this company has been signed by the hold- 
ers of about $2,000,000 of each class of bonds, and that this 
renders the agreement operative. 


St. Croix Land Grant. 


+The Supreme Court of the United States having decided in 
the case of the grant of land made to Wisconsin by the Gen- 
eral Government, and by Wisconsin conditionally to the St. 
Croix & Superior Railroad Company, but forfeited by that 
company by failure to — its road in time, 
that Wisconsin has control of this grant for railroad pur- 
poses until Congress shall declare default, the Legisla- 
ture of that State is besieged with propositions to construct a 
ilroad in consideration of the lands. The North Wisconsin, 
which is pretty much the same in organization asthe West 
Wisconsin, has built 18 miles on or near the old St. Croix & Su- 
rior line, and offers to complete the road to Bayfield for the 
and grant; the Milwaukee St. Paul offers to construct a 
new line up the Chippewa River, from its mouth, northeast 
about 60 miles to Chippewa Falls, witha branch about 20 miles 
long to Menomonee ; the Sheboygan & Fond du Lac would like 
to takeit in exchange for an extension of its road ; and the lum- 
bermen, under the lead of Ezra Cornell, promise, it is said, to 
do all that the Milwaukee & St. Paul offers, and construct be- 
sides a line 75 miles long in the Red Cedar Valley. 


Portland & Ogdensburg—Vermont Division. 

This railroad is now opened for business to Hyde Park, Vt., 
50 miles northeastward from St. Johnsbury, and four miles 
beyond Morristown, the last station recorded. No more track 
is to be laid until spring. 


Railroad Subsidies in Nebraska, 

An announcement that the Supreme Court of this State has 
decided invalid bonds issued by towns and counties has been 
quite generally published in the newspapers. Instead of in- 
valid read valid, and the decision will be correctly reported. 


Oairo & Vincennes. 

About 200 citizens of Cairo petitioned that this company 
might be restrained from laying a track in that city on Com- 
mercial street, south of Twentieth street. The ‘officers of the 
company, fearing an injunction, brought in a train loaded with 
ties, rails and other material on the night of the 18th, and at 
one o’clock on the a of the 19th began tracklaying, and 
before dark on that day had completed the track to Sixth street, 
about one mile. 


Montpelier & Black River. 

A correspondent writes : ‘‘ The popiateny survey for this 
road from Montpelier, Vt., to North Troy, via Eagle Letes and 
Wolcott, has been completed, and a charter obtained. The dis- 
tance by this route is 74 miles. The road is to be of 3-feet 
gauge, and ironed with rail of 40ib. per yard. The cost of con- 
struction, including side tracks, stations, fences, water sta- 
tions and contingent expenses, by a liberal estimate is slightly 
in excess of $1,200,000 for the entire distance, The survey was 











under the direction of J. E. Stearns,{C. E., of Manchester, N. H., 
assisted by C. P. Sabin, 8. L. Flanders and 8. Darling. 

“The people along the route are earnestly in tavor of the 
enterprise, and intend to push it to a successful termination.” 


Southern Transcontinental. 
At a meeting ot this company at No. 50 Exchange place, New 
York, January 22, the agreement to consolidate with the Texas 


& Pacitic Company, made some time ago by the directors, was 
ratified. 


New York & Harlem. 


The contract for ony Sem tracks and constructing bridges 
at crossings, called the Fourth avenue improvement, was 
awarded, January 14, to Dillon, Clyde & Co., but some formali- 
ties remain to be settled. Bonds jor the proper prosecution of © 
the work are required in the amonnt of $800,000. 


Mount Alto. 


This road extends from Mount Alto Junction on the Cumber. 
land Valley Railroad, 484 miles southwest of Harrisburg, Pa., 
south to Mount Alto, a distance of 11 miles. ‘The ttations on 
the road are Brookside, Woodstock, Font Hill, Fayetteville, 
Pond Bank and Mount Alto. Traius are now runuing regulerly, 
aud the work is substantially completed, except the erection of 


station houses. ‘he principal traflic is expected to be in iron 
ore. 


La Salle & Uhicago. 


On the 21st, E. Follett Bull, the President, filed, in the office 
of the Secretary of State of Llinois, a certiticate ot the change 
of name of the La Salle & Chicago Railroad Company to the 
Chicago & Great Western Railroad Company. 


Wilmington & Vincennes, 

A corporation with this name filed articles of association with 
the Secretary of State of Illinois January 21. ‘The capital stock 
of the company is $3,000,000. ‘The purpose is to construct and 
operate a railroad between Wilmington, Will County, Ill., and 


Vincennes, Indiana, a distance of about 190 miles, a little east 
of south. 


Pennsylvania. 


The annual meeting of this company is to bo held this year 
on the second Tuesday of March, instead of February, as here- 
tofore, in accordance with an act of the Legislature, 

Pittsburgh ; apers report that the company is lsying a fu th 
track on its road from rittsburgh eastwaid. 


Wisconsin Railroad Legislation. 

The Wisconsin Senate has adopted resolutions directing its 
Committee on Railroads to inquire into the advisability of «s- 
tablishing a Board of Railroad Commissioners whose duties 
shall be to inspect railroads as to their satety, cost and economy 
of working ; inquire into new issues of stock and the.r objects, 
report of tariffs,and make a detailed report aunually to tue 
Legislature. 


Erie. 

This company has announced that the privilege of exchang- 
ing bonds of the old New York & Erie mortgages for those of 
the consolidated mortgages is withdrawn, Of this consolidated 
mortgage ot $30,000,000 some $23,000,000 were reserved to mcet 
the various existing mortgages as they should mature, ‘lhe 
company for a time allowed the convers on to the holders of old 
bonds, but the market value of the consolidated has improved 
80 as to make the continuance of the privilege disadvantage- 
ous to the company. The Executive Committee has therefore 
determined to stop it. The officers contemplate the substiti - 
tion of iron for the wooden bridges along the line of the roac, 
as fast as the latter bridges are worn cut. Applications haye 
been solicited tor specifications and bids in relation to the im- 
provements. 


Baltimore, Pittsburgh & Ohicago. 

Mr. James L. Randolph, the Chief Engineer of the Baltimore 
& Ohio Railroad, advertises for proposals for graduation, wa- 
sonry and cross-ties of this road from Detiance, O.,: westward 
120 miles to Walkerton, Ind., on the Indianapolis, Peru & Chi 
cago Railroad, in sections of one mile each. ‘The plaus, protiles 
and specifications for the 73 miles between Detiance anu Syra- ~ 
cuse are ty be seen at Defiance, and for the rest of the line at 
Laport, Ind. 


Boston, Hartford & Erie. 


The mortgage bonds of this company fall due in about a 
montb, and a foreclosure is expected. ‘The bonded debt 
amounts to $22,500,000, and there is said to be a floating debt 
of about $1,000,000. It is reported that the Erie Company will 
bring suit for foreclosure, claiming a first lien under a contract 
made in 1867, by which, 1n return for guaranteeing $5,000,000 
of its bonds, the Erie was to receive the Boston, Hartlord & 
Erie earnings from coal, for which the latter was to provide an 
equipment capable of carrying 300,000 tons by 1870, and make 
close running arrangements with the Erie. 


Lake Erie & Louisville. 

The stations and distances from Fremont, O., on the recently 
completed section of this road are: Winter's, 74 miles ; Kansar, 
11; Amsden, 14; Fostoria, 20; Arcadia, 26; Findlay, 35; l av- 
soo, 435; Bluffton, 505; Beaver Dam, 565; Lima, 66. uhe 
grading and bridging trom Lima to St. Mary’s, 20 miles, is com- 
pleted, and the rails have been purchased. 


Southeastern of Utah. 

This recently organized company proposes to bui'd a rail- 
road, of three-feet gauge, from Springville, on tue Utah 
Southern, through the San Pete and Castie valleys to the 
Sevier River. Coal is said to be abundant in both tie San I ete 
and Castle valleys. Surveys are now being made, aud the cum- 
pany expects to commence work as soon as the s« ason will ; er- 
mit. Willian Jeunings, of Suit Lake City, is President, Mayor 
Smoot, of Provo, Vice-President, F. Fuller, Tree surer, L. 8. 
Hills, Secretary, and L. H: Shortt, Chief Engineer. 


Utica & Black River. 

The track has been laid on the extension of this road from 
Carthage, N. Y., north to Philadelphia, avout 15 miles. From 
Philadeiphia to Theresa, eight miles farther, the track his .- 
been laid for some time. Trains will run through from Utica 
to Theresa in a few days. At Theresa the new road will fork, 
one branch guing west to Clayton, the other northeast to Mor- 
ristown. 


Hoosac Tunnel Railroad. 


A bill has been introduced in the Massachusetts Legislature 
to consolidate the Fitchburg, the Vermont & Massachusetts, 
and the Troy & Boston railroads, and the interest of the Com- 
monwealth in the Troy & Groentield road, the Hoosac Tunnel 

the Southern Vermont road. The bill provides 
that if the Fitchburg road neglects or refuses 
to pass a vote to unite with the other companies 
the consolidated corporation comprising the other roacs shai 
have authority to extend its road to Buston; it shall be the 
duty of the Commonwealth at its own expense to complete 
Hoosac Tunnel, and lay a track through the same ready for 
use, and also to lay and finish the Troy & Greenfield Railroad 
west of the Tunnel, so that the same shall be fitted for the 
passage of through trains ; the capital stock to be fixed by the 
corporations aud the Governor and Council, not, however, to 
exceed $25,000,000; the Governor and Council to appoint four 
of the directors; upon the election of directors the consoli- 
dated corporation 6 have and possess all the estate and in« 
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terest of the Commonwealth in the Troy & Greenfield road, 
the Hoosac Tunnel & Southern Vermont road. The new cor- 
poration is to be called the Hoosac Tunnel Railroad Company, 
and is empowered to purchase the property and franchise of 
the Cheshire Railroad; and the Vermont & Massachusetts 
‘Company is authorized to sell that portion of its road from 
Miller’s Falls to Brattleborough, and any other corporation is 
authorized to purchase the same. 

Poughkeepsie Bridge Company. . 

This company, which proposes to build a gugemion bridge 
across the Hudson River at Poughkeepsie, N. Y., at a recent 
meeting appointed commissioners to open books of subscrip- 
tion to the capital stock. [t was also resolved to make further sur- 
veys of the bed of the river and the approaches to the bridge. 


Elkton & Oxford. 

Surveys have been made for a road of three-feet guage from 
Elkton, Md., on the Philadelphia, Wilmington & Baltimore, 
north about 18 miles to Oxford, Pa. The estimated cost of the 
road is about $60,000! Itis to connect with, and form an ex- 
tension of, the Peach Bottom Railroad, now underconstruction. 


Syracuse & Chenango Valley. 

This road is to be opened for travel from Syracuse, N. Y., 
southeast to Earlville, 27 miles, February 1. [t is intended to 
connect with the New York, Kingston & Syracuse road, and to 
form the western end of that line. 


Gentral Valley. - 

This narrow (3-feet) gauge road is now running from Bain- 
bridge, N. Y., on the Albany & Susquehanna, north 12 miles to 
Smithville Flats. [tis purposed to extend it to McDonough, 12 
miles farther, next season. 


Oumberland Valley. 

It is reported that the Pennsylvania Railroad Company, which 
owns a controlling interest in this road, 1s about to do away 
with its separate organization and operate it under the same 
management as its own line, making it merely a division of the 
Pennsylvania Railroad. 


Warren & Venango. 

The laying of the tracks on this road into the city of Titus- 
ville, Pa., has again been stopped, this time by an injunction 
prohibiting the laying of tracks ona public street. ‘the case 
was to have been argued January 27. 


Rutland. 

The St. Albans (Vt.) Messenger denies the truth of the ru- 
mors that the Delaware & Hudson Canal ory ny J has pur- 
chased this road, or that the lease of the road to the Vermont 
Central has been assigned to the Delaware & Hudson Company. 


Montpelier & Rutland. . 

Steps have been taken to organize this company under the 
charter recently granted by the Vermont Legislature. The 
road is to extend from Montpelier, Vt., southwest to Rutland, 
about 70 miles. 


Jersey Shore, Pine Oreek & Buffalo. 


This road is intended to run from Williamsport, Pa., west 
up the Susquehanna to Jersey Shore, thence northwest up Pine 
Creek into ‘Tioga County, and then west through Potter County 
to Port Allegheny, on the Buffalo, New York & Philadelphia 
road. The length of this road will be 110 miles, andit is also 
proposed to build a branch, about 45 miles long, to Hornells- 
ville, N.Y. Itis reported that the Philadelphia & Reading 
Company has become interested in the road and will build it as 
a western extension of the Catawissa road. 


Mississippi Valley & Western. 

On the 28th of January the consolidation of the Mississippi 
Valley Railroad Company and the Clarksville & Western Rail- 
road Company with the above company was consummated un- 
der the above name. The line of the consolidated company ex- 
tends from Mississippi River Bridge in St. Louis via Clarksville, 
Hannibal and West Quincy, Mo., to Keokuk, Iowa, and west 
from Canton, Mo., to the Missouri River, ant the length of 
main line and sidings is to be 453 miles. The company intends 
to complete its line from West Quiacy to St. Louis by August 1 
next, the road being already in operation between Keokuk and 
West Quincy. 


Dividends. 

The Milwaukee & St. Paul pays 3} per cent. on the preferred 
stock February 15. Books will close on the 5th, and reopen on 
the 17th. 


The Pacific Railroads in Congress. 

A bill has passed the Senate which directs the Secretary of 
the Treasury to withhold enough of the amount due the com- 

anies for transportation, &c., to pay the interest due upon the 
Ponds lent to the roads, and also the 5 per cent. of the net 
earnings which is by law to be applied as a sinking fund, and 
gives the companies a right to sue for the amount they demand 
in the Court of Claims, with the further right of appeal to the 
Supreme Court. It also directs the Court to give an opinion 
not only on all questions decided, but also on all points which 
are raised in the answer of the Government, and gives the suit 
to be brought precedence of all others to be brought in both 
courts. 


New York, Boston & Montreal. 


The stockholders of the New York, Boston & Northern and 
the Harlem Extension Companies have voted to consoli- 
date the two companies under this title. The new company 
now owns a line from the Harlem River north to Lake Mahopac 
and thence west to Brewster’s on the New York and Harlem 
road, on which most of the grading is finished and some seven 
miles of track (from Lake Mahopac to Brewster’s) laid; a line 
(formerly the Dutchess & Columbia) from Fishkill northeast to 
a junction with the Connecticut Western and Harlem roads at 
Millerton, 59 miles; and a line (the Harlem Extension) 
from Chatham Four Corners, the terminus of the 
Harlem road, north to Rutland, Vermont, 108 miles, 
making 174 miles of completed road and 45 miles 
under construction. To complete this system it is required to 
construct a new road from Lake Mahopac north to the Dutchess 
& Columbia road, about 15 miles, and from Millerton north 
about 30 miles to Chatham Four Corners. The company will 
then have a line from New York to Rutland, Vt.. 235 miles 
long, with branches to the Connecticut line near Brewster’s 
and to the Hudson River at Fishkill, the former about seven 
and the latter 12 miles long, making in all 254 miles of road. 
eeThat part of the Harlem Extension road which lies in the 
State of Vermont was sold at Bennington, Vt., January 20, un- 
der foreclosure of mortgage. It was purchased by Mr. C. G 
Lincoln, of Bennington, for $25,000, in addition to the mort- 
gage debt, interest and costs. 

National. 

Both houses of the New Jersey Legislature have appointed 
committees toinvestigate the circumstances attending the pas- 
sage of the Stanhope Railroad charter last year. It will be 


remembered that all sorts of fraud were charged by the oppo- 
nents of the bill. 


Hudson & Delaware. 

This company proposes to build a railroad from a point be- 
tween Jersey City and Bergen Point, on New York Bay, to 
the Delaware River near Trenton, and to establish a ferry be- 
tween the terminus of the road and New York, The capital 





LOCOMOTIVE RETURNS, AUGUST, 1872. 


Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 
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stock is to be $5,000,000, with privilege of’ increasing to $10,- 
000,000, and the incorporators named are: John McGregor, 
Jeremiah Cleveland, Jonathan Roberts, William A. Newbold, 
Thomas N. Black, Wm. L. Dawes, Walton Newbold, Jas. B. Day- 
ton, John H. Patterson, Joseph J. Read , Christopher O. Ber- 


gen, Adam Eaton, Caleb Rogers and Samuel Prior. This is | 


the third project for s new line between New York and Phila- 
delphia now before the New Jersey Legislature. 


Baltimore & Ohio. 

It is said that the company intends to lay a third track from 
Baltimore to Cumberland, 178 miles. Work has already been 
commenced on the grading at several points. 

A number of residents of Baltimore have protested against 
the use of locomotives by the company on Pratt street in that 
city. The City Council has ordered the company to discontinue 
their use on that street altogether. 


Ashtabula, Youngstown & Pittsburgh. 
The opening of this road has been delayed by an injunction 
rohibiting the company from using five miles of road from 
oungstown toGirard. This section of the road was built by 
the Liberty & Vienna Railroad Company and sold by itto the 
Ashtabula, Youngstown & Pittsburgh Company. It is claimed 
the $100,000 of the purchase money is due and has not been 
paid, 


Quyahoga Valley. 

The contract for grading the road from Akron, Ohio, south 
to Canton, 22 miles, has been let to Van Sickle & Conger for 
abeut $120,000. 


Detroit & Indianapolis. 

This new company purposes to construct a railroad from 
Indianapolis northeast 80 miles to Huntington, on the Toledo, 
Wabash & Western road. The capital stock is to be 
$1,000,000. 


Columbus & Hocking Valley. 


This company has resolved to build two branches, one up 
Monday Creek and another on Snow Fork. These branches are 
intended for coal traffic. 


Mineral Range & L’Anse Bay. 

This company has succeeded in disposing of $70,000 of its 
bonds in Marquette and Houghton. Work is to be resumed as 
soon as the weather permits. 


SaginawSValley & St. Louis. 

The cost of this road, which is 34 miles long, is reported to 
have been, for the road, $410,000, and for buildings and equip- 
ment, $81,775, making in all $491,775, or $14,464 per mile. The 
company has three locomotives, two passenger and 52 freight 
cars. 


Fiint & Lansing. 
The line of this road has been surveyed from Flint, Mich., 
the present terminus of the Port Huron & Lake Michigan road, 


southwest through Vernon, Newberg and Pine Lake to Lansing. 
The distance is about 50 miles. 


Mobile & Ohio. 

The board of directors has been considering the question of 
increasing the capital stock of this company. It is base to 
make the stock $8,000,000 instead of $4,000,000, and to make a 
call or assessment on the stockholders of $25 on each share. 
On the receipt of this amount, one share of new stock would be 
issued for every share of the old stock. The stock now sells at 
about $40, the par value being $100. It is hinted that this 
scheme is intended to enable a few large stockholders to ab- 
sorb the stock of the small holders, though how this could be 
done is not very clear. No definite action has been taken, but 
the board is understood to be in favor of the increase, 


Elkhart & Lake Michigan. 


Elkhart, Ind., has voted to take stock to the amount of 
$30,000 in this company. 


Macon & Western. 


At the recent annual meeting at Macon, Ga., a vote was 
taken on the question of consolidation with the Central, and 
17,560 shares voted for consolidation and only 308 against, 


General Railroad Law in New Jersey. 

Governor Parker, in his annual message to the New Jersey 
Legislature, very strongly recommended the passage of gen- 
eral laws under which corporations of every kind including 
railroad companies, could be organized without applying to the 
Legislature for specia) charters. A general railroad law was 


* Switching Engines allowed six miles per hour 
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t 0.74 lbs. sand used per mile run. 








introduced on the first day of the session and refeired to the 


| appropriate committee, which, it is said, will report the bill at 


an early date. There is said to be a very strong teeling 
throughout the State in favor of such a lew. 


Selma, Rome & Dalton. 

Two suits have been commenced against this company, ono 
on the part of some of the holders of mortgage bonds to fore- 
close the mortgage, no interest having been paid for some 
time, and the other by holders of floating debt, to throw the 
company into bankruptcy and have a Receiver “ag oe for 
the feed, Meantime the employees of the road, having re- 
ceived no pay for several months, have refused to work longer 
without pay, and the road has stopped running. On the 28th 

Lanier was appointed Receiver by Judge Busteed, to ad- 
minister the assets according to priority ot claims. 


Baltimore, Oatonsville & Ellicott Oity. 

This company is building a narrow-gauge road for suburban 
traffic, from Baltimore west through Catonsville to Ellicott 
City, a distance of ten miles. The estimated cost of the road 
is $200,000. 

Danville & New River. 


This company purposes to build a railroad of 3-feet gauge 
from Danville, Va., west to the Atlantic, Mississippi & Ohio 
road near Max Meadows, a distance of about 100 miles. The 
road would pass through a country without railroad facilities 
and not very thickly settled, all the way hilly and much of it 
mountainous. 


Flint & Pere Marquette. 


_ The contractors on the extension from Reed City and Lud- 
ington have now 500 men at work on the line. 


Railroad Taxes in New Jersey. 

The State Treasurer reports that the railroad companies of 
New Jersey paid the sum of $258,723.33 to the State as taxes 
during 1872. The largest amounts paid were: the Morris & 
Essex, $80,087.20; the United Companies, $74,552.24, and the 
Central of New Jersey, $51,349.09. In addition to the above the 
hm Railroad Companies paid taxes due from the 
United Companies amounting to $223,596.81. 








THE SCRAP HEAP, 


The Hinkley Locomotive Works, 


The old and widely-known “ Hinkley & Williams Locomotive 
Works” has had its corporate name changed by act of 





| the Massachusetts Legislature to “‘ The Hinkley Locomotive 


Works,” by which it will be known hereafter—and doubtless 
favorably known, as it was under the old name. 
The Baltimore Oar-Wheel Works. 

This is one of the new industries which has been revived in 
Baltimore within the past two years. The establishment has in 
that time been burnt out once, and since rebuilt and extended. It 


| is conducted under the supervision of Mr. William J. Cochran, 


who for a long time was the foreman of the extensive foundry 
of the Baltimore & Ohio Railroad. The works of the Car- 
Wheel Company are located at Canton, which, as many cf our 
readers know, is the name given to the extreme eastern section 
of Baltimore. The foundry is 148x45 feet and has three 
cupolas with a capacity for making 100 wheels r 

- It has five double cranes, that is cranes with 
two jibs attached to one post. Twenty wheels can be moulded 
to each of these cranes. A track is laid the whole length of the 
foundry with a large reservoir mounted on a smalicar. This 
is filled with the melted iron from the cupola, and is moved to 
each crane and group of wheels, which are poured with ladles 
filled from the reservoir. 

_The wheels, after the iron has set, are carried to annealing 
_ which are patented by Mr. Cochran, and have already 

een described in these pages. ‘T'wenty-four of these pits are 
located at one end of the foundry. 

This establishment is also provided with tools and ma- 
chinery for fitting up wheels and axles and doing other ma- 
chine work. It is believed-that a car-building shop will soon 
be erected near the foundry, which will increase the demand 
for wheels. At the present time the Baltimore & Ohio Rail- 
road is the largest purchaser of wheels, but the Seaboard & 
Roanoke and Western Maryland Railroad have also been su 
= An order from one of the Paterson locomotive works 

as also been entered recently, so that the demand is extending. 

Maryland and Virginia iron is used in the manufacture of 
these wheels, which has been very successfully employed for 
many years in the foundry of the Baltimore & Ohio . 
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